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spring chorus |- 
Add to the signs of spring sharp pencils in 
the hands of traffic managers. When the 
traffic department in spring starts figuring - 
rates including lake-and-rail close margins iw 
become wider and sharp sales competition “—- 
is easier to meet. p DECI 
: : d M 
As far as the other considerations are con- : D 
cerned — dependability, regularity and | 
quality of service—Great Lakes Transit ; gs 
Corporation gives the shipper every assur-  k 
ance on every point. Great Lakes Transit . 2 
: Corporation ships have travelled the lakes jt 
for many years. On the strength of their 7 
service G. L. T. C. has weathered the last 
few years more firmly established with its customers than " 
ever before. 5 
; * 
The Great Lakes Transit Corporation Package Freight Fleet rs. 
is the largest on the Great Lakes. Two million tons of fog 
capacity (including eighty-five thousand for refrigerator D 
freight) are afloat at all times during the open season. In the N 
Lake Superior trade there is a ship leaving each port of call . 
every forty-eight hours. In the Lake Michigan trade sailings , 6B 
are at Close regular intervals. c 
Joint rates with Rail Lines between points on ‘ 
and East and West of the Lakes. . 
The first ships cast off about April 30. In order F 


to be prepared to get every advantage of the 
service it would be a good plan to havea Great 
Lakes Transit Corporation sailing schedule 
on your desk—drop us a line for one. 
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CeCe itl mict 
on BROADWAY 


@® Broadway in a railroad yard?—It’s a fact. 





Broadway, State Street, Main Street—wherever 
your store or factory is, there is an Erie track 
at your door, to handle your L. C. L. freight. 
® Erie trucks now take up the job where Erie rails 
leave off—pick up the freight at your loading 
platform and put it on the doorstep of the con- 
signee. This door-to-door collection and delivery, 
linked with fast rail haul, gives you quicker, surer 
shipping all the way—and saves your trucking 
cost. Erie does the whole job—assumes full re- 


sponsibility throughout. 
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—It’'s a Natural An 
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Between the North and South, close to the dividing line between the agricultural ters \ 
West and the industrial East, Peoria is at the center of things—where the cross m, 
roads of the country should be. ved 


Cross roads of the country it actually is. Fourteen of the great trunk lines of polic 


the country meet at Peoria. Freight moving in every direction logically passes man, 
through Peoria. It is interchanged quickly from railroad to railroad, with amou 
switching charges absorbed, by the P. & P. U. Ry. men 

servi 
Delays are avoided and important time is actually gained when you route _ 


your shipments 
via P. & P. U. Ry. and st 
PEORIA—The Gateway City reg 


act a 

Write for further details to 

E. F. STOCK, Traffic Manager ef 

PEORIA and PEKIN UNION RAILWAY: 


omy 







Union Station, Peoria, Illinois brin 
Impq 
Switching service between: , road 

Peoria & Pekin Union Ry. Co. Chicago, Burlington & Quincy R. R. Illinois Central R. R. New York, Chicago & St. Louis i 
Allton R. R. Chicago & Illinois Midland Ry. Illinois Terminal R. R. System R. R. even 

Atchison, Topeka & Santa Fe Ry. Chicago, Rock Island & Pacific Ry. Inland Waterways Corporation Pennsylvania Railroad . 
Chicago & North Western Ry. Cleve., Cin., Chi. & St. Louis Ry.. Minneapolis & St. Louis R. R. Peoria Terminal Railroad isfie| 
(Peori ja & Eastern) Toledo, Peoria & Western R. R. 
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Our Platform 


A permanent transportation institute, supported by 
all interested in sound policies, for the purpose of 


isetting forth facts without bias. 


Private ownership and operation of all transport. 
Take the government out of the ocean and inland water- 
way transportation business. 

Keep politics out of rate-making. 

A scientific determination by competent and un- 
biased investigation as to whether commercial motor 
vehicles are paying their fair share of the cost of high- 
ways used by them in their business, and a uniform ap- 
plication of the principles thus arrived at. 

Preper payment by inland waterway transport for 
the use of the waterways ag a place of doing business. 

Equalization of regulation of the various agencies 
of transport and jurisdiction over all of them by the 
same body or coordinated bodies. 

An Interstate Commerce Commission composed of 
men, not only of good character and general ability, but 
with some special training in and knowledge of the mat- 
ters with which they have to deal. 

Non-discriminatory and reasonable rates for ship- 
pers, but a rate level high enough to give the transport 
agencies the adequate revenue prescribed by sound public 
policy. 

A traffic department, in charge of a capable traffic 
man, for every business concern doing any considerable 
amount of shipping, and a realization by industrial traffic 
men that they must equip themselves to give the sort of 
service that will justify employing them. 





RAILROAD ACTION WANTED 


TRIPPED of all unnecessary detail and explanation, 

the facts in regard to the attitude of the railroads 
that they are hampered by the emergency transportation 
act and the authority and actions of the Federal Coordi- 
nator of Transportation under that act in doing things 
they otherwise would do to bring about economy and 
efficiency in operation, are these: 

The plan for a coordinator contemplated that such 
an officer would assist the railroads in effectuating econ- 
omy measures or even compel them, the authority of law 
bringing about concert of action that was more or less 
impossible for the railroads acting voluntarily. The rail- 
toads were sympathetic with the purpose of the bill and 
even participated in formulating it. They were dissat- 
isfied with it as finally passed by Congress, however, es- 
pecially that part of it providing that the level of em- 
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ployment should not be reduced, as a result of the act, 
below the level of May, 1933. Even Coordinator Eastman, 
after he was appointed to administer the act, said, on 
more than one occasion, that this limitation in the law 
made of him merely a fact finding officer whose function 
was to make studies—the thought being that few econo- 
mies of importance could be put into force without re- 
ducing employment. 

The railroads went along with the law to the extent 
of setting up their regional coordinating committees as 
a part of Mr. Eastman’s machinery. They, however, also 
set up other organizations for the purpose of effecting 
economies outside the scope of the emergency act. When 
Coordinator Eastman heard about this he, under date of 
August 9, 1933, wrote to the railroads protesting their ac- 
tion and complaining that it was not in harmony with 
the spirit of the emergency act, arrogating to himself and 
his office the authority in economy and efficiency matters. 
This letter was not an order, as Mr. Fletcher, counsel 
for the railroads, called it in his communication to the 
Traffic World, published last week. It was just a letter 
to his regional committees setting out his views as to the 
proprieties and asserting his jurisdiction in the entire 
field. Even if it had been an order, the railroads would 
not have been bound to obey it without contest, if they 
believed it unwarranted. 

However, the railroads, always listening intently for 
the master’s voice and always accommodatingly lifting 
their coat-tails so as to expose that part of their anatomy 
best adapted for receiving kicks, fatuously acquiesced in 
what the Coordinator said and, since that, despite their 
own original convictions, have regarded him as sole au- 
thority and have blamed him and the emergency act for 
actually retarding instead of expediting works of econ- 
omy and efficiency. (See, in this connection, on page 708, 
brief statement from Mr. Pelley, received after this edi- 
torial was “made up.”) 

We believe the Coordinator is in error if he thinks 
the railroads have no right to move in such matters with- 
out his sanction. We believe the emergency transporta- 
tion act does not in the least restrict the railroads if they 
wish to move independently of it, even to the extent of 
reducing their labor payroll below the level of May, 1933. 
One part of the act, of course, is no more binding’on them 
than any other part. The law, in its restrictive aspects, 
is merely a limitation on the power of the Coordinator. 
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Now, if the railroads are really desirous of accom- 
plishing some extensive reforms and really believe the 
emergency act and the Coordinator acting under it are 
hampering them rather than helping them in instituting 
such reforms, they may do one of two things: 

First, they may take the attitude, which we have 
herein and previously supported, that they may act inde- 
pendently of the Coordinator and then proceed to do 
the things they have in mind. Or, second, they may con- 
tinue to play the part of eunuchs in the Eastman seraglio, 
blaming their impotence on conditions beyond their own 
control. If they adopt the second course, however, it will 
be incumbent on them, we think, if they are to maintain 
any kind of dignified position in public opinion or to re- 
tain their own self respect, to tell the public frankly just 
what things they would like to do and just how they think 
they are prevented by law from doing them. They should 
also explain why they set up the Association of American 
Railroads, with considerable ballyhoo as a bold experi- 
ment in cooperation in a critical situation, after they had 
acquiesced in the Coordinator’s interpretation of the 
emergency law, under which they can do nothing of im- 
portance on their own initiative. Under such an inter- 
pretation of the law and course of action there can be no 
important use for the Association of American Railroads 
unless and until the emergency transportation act and 
the functions of the Coordinator under it expire. 

The railroads are fighting a continuation of the Co- 
ordinator, whose job, unless renewed by law, gives out 
next June. They can base their campaign in this respect 
on either of the alternative courses we have pointed out, 
but we believe the one we advocate would be the stronger 
tactics. If the railroads can show that they do not need 
a coordinator to tell them what to do or to enable them 
to do it, we believe it would be convincing—at least more 
convincing than a plea that, if the emergency act were 
allowed to expire and the Coordinator no longer func- 
tioned, they could and would do the things expected. 

It is our considered conclusion that the railroads are 
not bound by the emergency transportation act nor by 
the Coordinator, except as the latter may issue orders 
under the act, and that they should proceed at once 
firmly and aggressively to do the things expected of them 
and that they say they wish to do. If they adopt such a 
policy, we reserve the right, of course, to disagree with 
them as to details, but, in general and on principle, we 
shall support them, for what that support may be worth. 
If they continue their present spineless attitude we shall 
continue to play the part of the gadfly. 

For the benefit of those who always discredit sug- 
gestions from persons who, to use their words, “never 
wiped an engine or checked cars in a freight yard”’— 
such remarks often coming from men who have never 
learned to take a much wider outloek than that required 
for the work they specify—we may say that we are not 
saying these things merely to be clever or in order to 
pick flaws. The proper solution of the transportation 
problem is as important to us as it is to anyone else; we 
have given it as much study as has anyone else; we are, 
perhaps, as competent to deal with it as is anyone else; 
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and we seek only a sound and sane settlement of tran: 
portation conditions in the public interest. Governmey 
ownership does not consist with the public interest, py 
the railroads are headed that way. There are certaj 
things they themselves can do to avoid it and _ they 
things, we insist, they must do. 

We are printing elsewhere, with our comments, a). 
other communication from R. V. Fletcher on this subjec 

Coordinator Eastman (elsewhere in this issue) thi 
week gives another interpretation of the emergency tran 
portation act that is, in our opinion, even more unwar. 
ranted than the other, commented on above. He says, i 
effect, that the provision of the act that the level of en. 
ployment may not be reduced below that of May, 1933 
may be violated, provided the labor involved consents 
What right have the railroads, either through the Coor. 
dinator’s machinery or in any other way, to violate th 
plain provision of a law merely because those affected by 
the violation have no objection, and what right has labo 
to authorize such a violation merely because, for reasons 
that seem good to it, it is content with the results? 

One man’s interpretation of a law is as good as an 
other’s until the courts have passed on it, provided the 
men who try to interpret it are reasonably competent ti 
do so, and some interpretations of laws, even when we d 
not agree with them, seem to us more or less open to ar 
gument; this one, however, does not seem so. If the lav 
provides that employment shall not be reduced below: 
certain level—as it certainly does, in so far as the coor 
dinating machinery under the law is concerned—thei 
neither the Coordinator, nor railroad labor, nor railroad 
management, nor any two of them by agreement have any 
power to nullify it. 

Another interpretation of the law by Mr. Eastman 
also seems to us open to question; that is that individual 
railroads may do as they like regardless of the labor pro 
vision of the emergency transportation act. Of cours 
we think they can, either as individuals or by groups 
but Mr. Eastman thinks they cannot, by groups, thoug) 
they can, as individuals. If fifty railroads, as individ 
uals, discharged half their labor, the level of employment 
might be reduced below the level of May, 1933, might it 
not? And if that happened, what would be the virtue of 
the law that Mr. Eastman interprets as a mandate to the 
railroads not to reduce employment below a certain level! 
The railroads might, perhaps, accomplish by individual 
action of this sort all they could hope to do by concerted 
action in the matter of payroll—the agreement being U 
der cover, merely understood, and not binding. Perhaps 
there is a tip for the railroads in this. 





PREVENTING GOVERNMENT OWNERSHIP 


E have many times in this column suggested specilit 

things that can be done to avert the danger of go 
ernment ownership of the railroads. Perhaps one of tlt 
most effective methods of procedure is aggressive aul 
concerted action, by everybody interested, against Dill 
now pending in Congress sponsored by labor, that, if ¢ 
acted, would force the railroads into the hands of the 
(Continued on page 682) 
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Current Topics in 
Washington 





One day in the future, Postmaster 
General Farley is expected, by some, 
to betake himself to his really serious 
work—the making of detailed plans for 
the reelection of his chief. 

Round mouths and goggle eyes of 
astonishment were made by some relatively young commenta- 
tors on public affairs over the fact that it had been asserted 
that a business man would be named to fill the vacancy, if and 
when it came about. The idea of a business man in that office 
was too much of a strain on their centers of gravity. They 
went slightly out of plumb. A business Man as postmaster gen- 
eral they had not visualized, as if such a fact had never been 
known. 

Yet, in 1889, President Harrison made John Wanamaker, 
“merchant prince” of Philadelphia, a successor to Benjamin 
Franklin, also of Philadelphia. 

Grover Cleveland, in his second administration, appointed 
his friend, Wilson S. Bissell, and later William L. Wilson, 
author of the Wilson tariff law, the latter not much of a 
politician, to that office, probably because he needed employ- 
ment. 

William McKinley had as postmasters general James A. 
Gary, a not very suave business man, from Maryland, and 
Charles Emory Smith, a Philadelphia editor and not much of 
a politician. The first Roosevelt kept Smith and, when Smith 
quit, appointed Robert J. Wynne, a Washington newspaper cor- 
respondent. The latter had the best system ever devised, he 
believed, for bawling out the boss. Wynne used to tell with 
great glee the things he put down on paper for the boss’s eyes. 

“Then I put it into my desk,” said Wynne. “The next day 
I tore it up.” 

In his second term, the first Roosevelt had George B. Cor- 
telyou, well versed in politics through long service as secretary 
to McKinley and others, and later George von L. Meyer, a 
business man of great wealth. 

Taft had Frank H. Hitchcock, a civil service career man 
who developed into a good politician, while Wilson, in his 
two terms, had Albert S. Burleson, for years a member of the 
House of Representatives but not as much of a managing poli- 
tician as Farley is suppesed to be. 

Harding had Will H. Hays and Harry S. New, politicians, 
and Hubert Work, who became a national managing politician 
after he left the Post Office Department and the Department 
of the Interior. But Harry M. Daugherty was the political man- 
ager of that administration. Coolidge retained New and Hoover 
had Brown, who, of course, was a politician. 


Business Man to 
Succeed Postmaster 


General Farley 





A little more than two months 
before the expiration of the national 
industrial recovery law, a case for 
an out and out test of its constitu- 
tionality seems assured. The statute 
will die June 16 unless it is reenacted 


Chicken Case to Be 
Used for NRA 
Constitutionality Test 


before that time. 

_ Not even the most devoted supporter of the act is propos- 
ing its continuance without change. Few, if any, industries are 
Proposing continuance of present codes, without changes. 

Without continuance, chances are few that the Supreme 
Court will pass on cases arising under a moribund statute for 
the sole purpose of passing on its constitutionality, even if a 
case can be got ready in time. 

Therefore, it may be suggested, though the government has 
determined to defend the case of United States vs. A. L. A. 
Schechter et al., in which the Circuit Court of Appeals for the 
second circuit unanimously upheld the constitutionality of the 
recovery act, there is ground for misgiving as to whether there 
will be a real test. 

: The defendants, in a jury trial, were found guilty of con- 
Spiracy, a violation of the recovery act and the code of the 
live poultry industry. They were found guilty of violating the 
-~ sagt Wage and maximum hours of labor parts of the code. 

he wage and hours parts of the conviction were not sustained 
on appeal. Judge Learned Hand, speaking for the two of three 
Judges who overturned the wage and hour part of the convic- 
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tion, said that “labor done to work up materials (brought into 
the state) begins only after the transit is completed in law 
as well as in fact, and it is not directed towards the importa- 
tion of future materials; it is a part of the general domestic 
activities of the state and is as immune as they from con- 
gressional regulation.” 

“Congress,” said the court, “had the power, under the com- 
merce clause, to regulate transactions in interstate commerce, 
and its power also extends to all transactions which substan- 
tially and directly burden or affect such commerce . And, 
whenever an intrastate activity substantially and directly bur- 
dens or interferes with the free flow of interstate commerce, 
under the commerce clause, Congress had the power to remove 
the obstruction. . The prohibition of the sale of unfit poultry 
in the state of destination when that state is the major market 
of the nation is an especially direct and appropriate means to 
protect interstate commerce from deception or spread of disease 
affecting it. . .” 

Specifically, the court found that the recovery act dis- 
closed all the requirements demanded by the principle of the 
Panama Refining Company case. That was the case in which 
the Supreme Court held unconstitutional that part of the law 
under which Secretary Ickes, as oil administrator, sought to 
prevent the shipment of “hot oil.” It so held because Congress 
had not declared a policy, set up standards to be observed by 
the President, or required him to make findings of fact. 

“A policy is declared, standards set up, and the findings of 
fact required,” said the court in the Schechter case. “The 
authorization to approve codes is dependent upon a finding that 
they ‘will tend to effectuate the policy’ declared by the act.” 

The determination of the government to defend this chicken 
case may be taken as the:answer of the NRA to sneers that 
it was a coward for not carrying forward the Belcher case, 
arising under the lumber cede. That case was taken from the 
Supreme Court by the Attorney General because, as now ex- 
plained, there were defects in the lumber code and in the rec- 
ord in the case. Therefore, according to the Department of 
Justice, it would have been a waste of time to prosecute the 
appeal the government had taken from the decision in the lower 
court that had sustained the assault on the lumber code. 





Nearly every man knows that it is 
hard to persuade gold to come to rest 
in his pocket. That was so even before 
it became unlawful for a citizen of the 
United States to have or retain more 
than a relatively small amount of it, 


Furtive and Elusive 
Gold Seeks Refuge 


in America 


if he could get it. 

Theoretically, gold got a hard wallop in the United States 
when the gold dollar was clipped to about 56 per cent of its 
value, January 31, 1934. This was supposed to be a land hostile 
to gold after that. 

But now comes the Department of Commerce with a report 
that more gold came into the United States in 1934 than in 
any prior year in the history of this land, even when measured 
by the old standard dollar. This record import was $1,187,000,000. 
And yet many economists and other classes of experts have 
been dinging it into the ears of generations of Americans that 
cheap money drives out the good. 

The governmental agency that made the discovery attrib- 
uted the flow of gold to this country to the return of American 
capital from foreign lands and to the flight of foreign capital 
to America seeking to escape unsettled monetary conditions 
abroad. 

Some Americans believe, or think they do, that “unsettled 
monetary conditions” have their home in this country, due to 
new deal experiments. Seemingly, if the Department of Com- 
merce is right, foreigners regard this country as the home of 
stability in comparison with things abroad—a good place for 
keeping some of their treasures. 

But the largest export business since 1930 also helped 
bring gold to this country. Most of the refugee foreign money, 
the report said, went into the stock market. That is also almost 
shocking in view of the fact that thousands of Americans have 
almost brought on fits of apoplexy with their denunciations of 
Wall Street, synonymous with stock market. Possibly for- 
eigners have not heard of the evil ways of the stock market, 
else they would not have sent their gold to it. 





At one time in the progress of 
H. R. 5529, a bill to take the profit 
out of war, through the House of 
Representatives, it was amended, 
on motion of Representative Lee, 
of Oklahoma, so as specifically to 
place managers of transportation in the list of men to be con- 
scripted in time of war. 


Transportation Managers 
Marked, Temporarily, 
for Conscription 
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The enumeration of the classes to be conscripted, at the 
instigation of Mr. Lee, was made longer by adding the following 
words: ‘‘And all persons responsible for the management, direc- 
tion, and control of industry, commerce, and transportation.” 
Also at the urging of Mr. Lee, the House fixed the minimum 
wage for a soldier at not “less than the daily wage of un- 
skilled labor,” the President to ascertain and declare that rate. 

Then, having written transportation managers into the bill, 
the House, imitating the king who marched up the hill and 
then down again, struck out the provisions about conscription 
and declared that there should be none of it for anybody. 

Of course, even if the bill becomes law, either as proposed 
in the House or in the Senate, it can be stricken from the 
statute books, if and when it becomes necessary to raise an 
army. The self-styled “young progressives” were credited with 
having made the gesture against war embodied in the Dill. 





Americans, in 1934, may have had a 
hard time keeping wolves away from the 
front door, but the figures concerning 
gasoline consumption, gathered by the 
American Petroleum Institute statistics 
sharps, show that year to have been the 
second largest year of consumption the country has ever known. 
Last year the consumption was 16,595,180,000 gallons. In 1931, 
the year of largest consumption, the total was 16,628,880,000 
gallons. 

Consumption figures here do not mean merely use in auto- 
mobiles. They mean all uses, the kitchen stove as well as in 
the finest of “gas hogs” on the roads. 

This increase in the burning of that volatile fuel is at- 
tributed to weather, business conditions, and, quite astounding, 
to harder efforts to prevent gasoline tax evasion. Naturally, 
the man who has bootleg gasoline to sell is not reporting his 
sales. Texas made unusual efforts to prevent evasion. Her 
consumption is shown as having increased more than 100,000,000 
gallons. Illinois, which, at one time, was a paradise for the 
gasoline, if not alcohol, bootlegger, reported an increase in con- 
sumption of 55,000,000 gallons. Illinois has also been more 
diligent in hunting the tax evader. 

Catching the tax dodger, however, cannot account for an 
increase in consumption, as shown by the tax books, of more 
than 1,000,000,000 gallons in 1934 over 1933, it is believed. 

The gasoline bill in 1934 was about $2,263,582,552, on which 
the public paid, net, about $762,949,360 in taxes. The total col- 
lected was about $100,000,000 greater, but refunds brought the 
collection down to the net sum mentioned.—A. E. H. 


Somebody Last 
Year Had Money 
to Spend 





TRAFFIC LEAGUE INCONSISTENCY 


EFORE the National Industrial Traffic League can 
B lay any claim to real statesmanship or leadership in 
transportation matters, it will have to make consistent 
its policies with respect to highway and waterway regula- 
tion. In one breath it approves regulation of motor trans- 
port and in the next it announces itself opposed to any 
new water transport regulation. Of course, if one kind 
of regulation is justified and proper, the other is also. 
The question rests on the same principles in each case. 
The situation is merely that enough members of the 
League have been converted to sound principles or to a 
sound view of their own interests to give a majority for 
motor transport regulation, whereas, those who want no 
interference with their water transport privileges out- 
weigh, either in numbers or in influence, those who would 
apply the same principle to water transport. 

There is nothing unusual or unnatural in the situa- 
tion ; most men are influenced by selfish interest and most 
men cannot see far enough to realize that, perhaps, a 
sacrifice of what appears to be immediate interest is 
really for self interest in the long run; but, as long as 
any association of men continues to base its action on 
narrow considerations of immediate business advantage 
and, in doing so, shows itself to be utterly inconsistent, it 
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cannot hope to establish itself in public confidence ag , 
trustworthy guide. 


PREVENTING GOVERNMENT OWNERSHIP 
(Continued from page 680) 
government because they would no longer be able to fune. 
tion under private control. 

Mr. Kenneth Burgess, in a recent address, referred 
to briefly in this magazine last week, pointed out this 
danger more forcefully and clearly than we could do it, 
He talked about the “paradox of railroad nationaliza. 
tion,” the paradox consisting in the fact that, while n 
group is advocating it, government ownership is, never. 
theless, an imminent danger, due, in large part, to pend 
ing labor legislation, which, if enacted, will cost the 
railroads over a billion dollars a year and put them er. 
tirely out of business. 

After referring to the present wages of railroad labor, 
recently restored to the peak, the railroad pension act, 
now being contested in the courts, and the nullification of 
the original purpose of the emergency transportation act 
by the insertion of a clause protecting labor from a lower 
level of employment than_that existing in May, 1933, he 
said: 

Let me direct your attention briefly to the legislative pro 
gram which is now pending in Congress. There is the six-hour 
bill, which would make six hours the standard day on railroads 
for purposes of pay and overtime. Even on the present reduced 
volume of business, this bill, if enacted into law, would result in 
an added cost to the railroads of more than $400,000,000 a year. 
Then there is the train length bill, which would limit trains to 
2,640 feet in length, or not more than seventy cars. In actual 
operation this would mean limiting trains to sixty cars, the imme 
diate and direct effect of which would be to add some $200,000,000 
more to railroad expense. Then there are the full crew bills 
which propose to add more men to the crews of certain trains, 
regardless of whether or not they are needed, at an estimated 
additional cost of more than $80,000,000 a year. Then there are 
some very cleverly drafted bills, the net effect of which would 
make necessary increased railroad employment, at added cost 
to the railroads, which are known as the hours of service limits 
bill, the government track inspection bill, and the government 
signal inspection bill. It has been estimated that these several 
bills, if enacted into law, would increase railroad cost by sub 
stantially more than $1,000,000,000 a year. 

The way to defeat such proposed legislation is not 
merely to talk about its danger and adopt resolutions 
against it, even such action being confined to a small por. 
tion of those who ought to be interested ; it is for every: 
body concerned in maintaining adequate railroad trans 
portation under private management not only to talk and 
participate in the adoption of resolutions, but to “get to” 
his representatives in Congress and tell them what he 
thinks. That is the only: certain way to influence leg 
islators. 

Though we are not necessarily expressing approval 
of the sentiments expressed nor the precise method et- 
ployed, John Leeds Kerr, president of the Railway Re 
search Society, has the idea. He is mailing copies of pro- 
posed telegrams and letters, which he asks those cov 
cerned to send/over their signatures to their legislative 
representatives. 

“Tf the present railroad situation runs along much 


longer one of the largest and most important industries 
(Continued on page 694) 
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Decisions of Interstate Commerce Commission 





WESTERN DIVISIONS 


HE Commission, in a third supplemental report, on reconsider- 

ation of the findings in the prior report, 203 I. C. C. 299, in No. 
15234, in the matter of divisions of freight rates in western and 
mountain-Pacific territories, has prescribed minimum percentages 
for application in connection with divisions of the trans-Missouri 
rates previously prescribed. It has also excepted Coffeyville, 
Kan., from the territory covered by the divisions of trans-Mis- 
souri rates previously prescribed. These changes have been made 
upon petition of the trans-Missouri lines as to the minimum 
percentages and the M.-K.-T. as to Coffeyville. The order dated 
July 10, 1934, has been revised so as to establish the minimum 
percentages and the change as to Coffeyville not later than July 
1, 1935. 

According to the report the trans-Missouri line contended 
that some provision should have been made for minimum divi- 
sions to cover situations where the haul on either side of the 
gateway between the two territories might be comparatively 
short. The western trunk line carriers replied to that that this 
was a matter which affected both sets of carriers and might 
well be adjusted by the lines themselves. However, the Com- 
mission amended its order so as to provide that on traffic between 
points in western trunk line territory east of the Missouri River 
and points in trans-Missouri territory east of Colorado common 
points, including such points, the minimum division to lines either 
east or west of the Missouri River should be 25 per cent and on 
traffic between points in western trunk line territory east of the 
Missouri River and points in trans-Missouri territory west and 
south of Colorado common points, the minimum division to the 
lines east of the Missouri should be 15 per cent. 

Commissioner Lee concurred in the action as to Coffeyville. 
Commissioners Mahaffie and Aitchison dissented. 


SILICA SAND REPARATION 


Awards of reparation totaling $148,528.12 have been made by 
the Commission in No. 16250, Indiana State Chamber of Com- 
merce vs. Baltimore & Ohio et al., to members of the complain- 
ing organization and the Owens-Illinois Glass Co., successor in 
interest to the Graham Glass Co., an intervener in the case. The 
Commission ordered the defendants to pay the awards, specifically 
set forth for each member who was to be paid, not later than 
June 15. The awards were made on account of unreasonable 
rates on silica sand from the Ottawa, IIl., district to points in 
Indiana. The complaint was filed September 8, 1924. It asked 


- for reparation on shipments moving in the statutory period prior 


to the filing of the complaint, and new rates for the future. 

The rates in question were found unreasonable in a prior 
report, 188 I. C. C. 99. Other prior reports were made in 153 
I. C. C. 721, and 155 I. C. C. 687. 

This award of reparation was made on further hearing by the 
Commission. The report said the conclusions reached by the 
Commission differed slightly from those of the examiner who 
made a proposed report. Totaling of awards made has not been 
the practice of the Commission. It usually has set forth the 
amount to be paid to each complainant and intervener, leaving 
the railroads or shippers to make totals if they were interested. 

Defendants contended, said the report, that an award of 
reparation in this case would be in contravention of the principle 
laid down in Arizona Grocery Co. vs. A. T. & S. F., 284 U. S. 370 
(52 S. Ct. Rep. 183), because the rates from the Ottawa district 
to destinations in Indiana were considered in Silica Sand Pro- 
ducers’ Association vs. Director General, 58 I. C. C. 549, and 
Same vs. C. B. & Q., 73 I. C. C. 588. The Commission said the 
rates here assailed were not legislative rates within the meaning 
of the Arizona Grocery case and that motions based on the con- 
tentions made in defendants’ petition for reopening were denied 
April 10, 1933, and again in a motion for reconsideration of the 
petition which was overruled. 

Commissioners Lee and Mahaffie noted a dissent. 


WATER COMPETITION ON MOLASSES 


_ Saying that the evidence had not convinced it that sufficient 
Justification had been presented, the Commission, division 2, in 
fourth section application No. 15717, molasses and syrup to 
Pittsburgh, Pa., in fourth section order No. 11864, has denied 
relief to carriers parties to Emerson’s I. C. C. 197, to establish 





a rate of 50 cents, in lieu of the present rate of 59 cents, on 
molasses and syrup in straight or mixed carloads from group 2 
points in Louisiana to Pittsburgh, Pa. The points of origin are 
on or near the Mississippi River, extending over an area consti- 
tuting a large part of the Louisiana sugar cane producing terri- 
tory. 

The purpose of the relief desired, the carriers said, was to 
prevent diversion of this traffic to independent barge lines op- 
erating on the Mississippi River to Cario, Ill., and the Ohio River 
beyond. Two of such lines, the report said,-operated 80 and 41 
barges, respectively, with capacities ranging from 750 to 1,509 
tons a barge. The shipping season is from October to the fol- 
lowing January. Time in transit, the report said, is not im- 
portant as the commodities are stored at Pittsburgh for use 
when needed. Lines both east and west of the Mississippi River 
asked for the relief. 

According to the report the railroads, in their effort to justify 
their proposal, said that the barge lines had recently renewed 
efforts to obtain the movement of this traffic by quoting a rate 
of 40 cents, including all incidental charges as well as delivery 
to the receivers’ warehouse, from Columbia, La., to Pittsburgh. 
The applicants said they had been told that this rate would 
divert the traffic to the barge lines unless the present rail rate 
of 59 cents was reduced to 50 cents. A witness employed by a 
receiver of molasses at Pittsburgh, the report said, testified he 
was informed by his principal that the barge lines had proposed 
a rate of 40 cents. His opinion was that such a rate would 
remove the traffic from the rails. No testimony, the Commission 
said, was offered with respect to water rates, now in effect or 
proposed, from any producing point other than Columbia in the 
territory considered. 

Chairman Tate, dissenting, said he did not agree with the 
denial of fourth section relief. There was evidence, he said, 
that the barges were running; that the river was there, and 
that the barge lines were already putting in rates and trying to 
get the traffic by bidding for it from the origin points from which 
the principal shipments were made. 

“To hold that this does not constitute actual and not simply 
potential competition is putting, in my opinion, too strained a 
construction on the requirement that the competition must not 
be merely potential,” said the chairman. “I cannot well conceive 
a more actual and active competition. If, in the absence of any 
regulation of the competing forms of transportation, the rail 
carriers are to be allowed to make rates, always required to be 
compensatory, so as to meet competition, then there can be no 
use in waiting until the traffic is gone, just because there may 
not have been an actual movement on the water.” 


COTTON RATES TO PORTS 


Yielding to the force of the Supreme Court’s decision in 
Texas & Pacific vs. United States, 289 U. S. 627 (53 S. Ct. Rep. 
768), that ports are not localities within the meaning of section 
3 of the interstate commerce act, the Commission, in No. 17000, 
part 3, Hoch-Smith cotton, on further hearing, has taken out of 
its original order in this case the requirement that there shall 
be a relationship of rates on cotton going to Mobile, Ala., and 
New Orleans, from points in the Mississippi Valley territory, 
when the cotton is for export or coastwise movement. The orig- 
inal order, issued in connection with the report in this case, 
165 I. C. C. 595, was to have become effective January 10, 1931. 
Extensions since then have postponed it until August 1, 1935. 
That first order, modified by the elimination of the reference 
to rates to the ports, for export or coastwise movement, is ap- 
pended to this report on further hearing, dated to be effective 
August 1. 

In this report the Commission finds that the original order, 
so far as it prescribes a relation between the rates on cotton 
from the Mississippi Valley territory to New Orleans and Mobile, 
should be modified by limiting its application to the percentage 
relation of rates for local delivery at those ports, as set forth 
in the report, from valley points, the short line distances from 
which to New Orleans exceed the short line distances to Mobile 
by more than 25 per cent of the latter distance. 

In the original report, decided July 15, 1930, the Commission 
prescribed, among other things, a scale of maximum reasonable 
any-quantity rates. The Commission also found that from the 
valley points the maintenance by the carriers, which participated 
in the rates to both ports, of any relation less favorable to Mobile 
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as compared with New Orleans than would result from the ap- 
plication of that scale, or group rates based on the scale, to such 
ports, would be unduly prejudicial to Mobile and unduly prefer- 
ential of New Orleans. The Commission also found that if, in- 
stead of making rates to the two ports strictly on a distance basis, 
the interested carriers should desire to indulge in a measure 
ef equalization from the valley, it would not be unduly prejudicial 
or preferential to equalize rates to the two ports where the rate- 
making distance to the farther port was not more than 25 per cent 
in excess of the rate-making distance to the less distant port. 

A somewhat higher level of rates was prescribed on ship- 
ments to shipside for export or coastwise movement than on 
shipments billed locally to the ports. 

At the further hearing the carriers, according to the report, 
took the position that the original order, so far as it undertook 
to prescribe a relation between the rates to the ports on 
export and coastwise traffic, was beyond the purview of the inter- 
state commerce act, They cited the Texas & Pacific case, supra, 
in which the Supreme Court had reversed the Commission’s deci- 
sion which undertook to prescribe a relation in rates to Galves- 
ton and New Orleans, on import, export and coastwise traffic. 

After stating the facts about that case the Commission said 
that on the record, and in view of the case cited, the order here 
considered should be amended so as to eliminate from its applica- 
tion the relation between rates to shipside at New Orleans and 
Mobile for export and coastwise movement. 

Truck movement of cotton, which, this report said, had at- 
tained large proportions in the 1930-31 season, became enormous 
in the following season. The Commission permitted the railroads 
to establish carload rates on cotton and take other steps in 1932 
to combat loss of cotton traffic to trucks and barges. The com- 
petitive rates, the Commission said, did not observe the relation 
to the two ports prescribed by it. The railroads were permitted 
to make rates to meet competition without observing the relation. 
The railroads, in this further hearing, said that the difference in 
rates to the two ports properly reflected the difference in 
the competitive conditions encountered. 

The Commission said there was no warrant for modification 
of the original findings and order so far as they applied to the 
relation of rates from the valley points considered for local 
delivery at the ports. 


COMMISSION REPORTS 


Watermelons 


No. 26371, S. W. Mathis vs. A. T. & S. F. et al. By division 
4. Dismissed. Carload rate, watermelons, Poteet, Tex., to Den- 
ver, Colo., not unreasonable or unduly prejudicial. Shipments 
were made between June 20, 1932, and June 22, 1933. 


Common Sand 


No. 26492, Frank Lewis & Sons, Inc., vs. D. & H. By divi- 
sion 5. Dismissed. Rate, common sand, Lanesboro, Pa., to 
Afton, N. Y., not unreasonable. Complainant asked reparation 
on shipments moving between May 3 and June 13, 1932. 


Marble 


No. 26494, Northwestern Marble Corporation vs. C. & E. I. 
et al. By division 4. Rates charged on a carload each of polished 
and sand-rubbed marble, Knoxville, Tenn., to Rockford, Ill., found 
inapplicable. Applicable rates, 53.5 cents on polished marble and 
41 cents on sand-rubbed marble, not unreasonable or otherwise 
unlawful. Reparation of $32.16 awarded. Shipments were made 
in May and June, 1933. 


Fruits and Vegetables 


No. 26535, Kroger Grocery & Baking Co. vs. Illinois Ter- 
minal, By division 4. Dismissed. Rates, charged, fresh fruits 
and vegetables, mixed carloads, between St. Louis, Mo., and 
Peoria, Ill., between June 14 and July 13, 1933, not unreasonable, 


Canned Pineapples 


No. 26589, Griffin Grocery Co. vs. Burlington-Rock Island 
et al. By division 4. Dismissed. Rate, imported canned pine- 
apples, shipped from Houston, Tex., to Miami, Okla., not shown 
to have been unreasonable or otherwise unlawful. Shipment 
was made on July 19, 1932. 


Animal Fat Stearine 


I. and S. No. 4038, animal fat stearine between interstate 
points, and I. and S. No. 4053, animal fat stearine between inter- 
state points (2). By division 4. Proposed increased ratings, ani- 
mal fat stearine, in official classification territory, not justified. 
Suspended schedules ordered canceled, without prejudice to the 
filing of new schedules upon a compromise basis, namely, 
“stearine grease, inedible, when derived from animal fats (not 
stearic acid),” added to the list of oil foots or sediment and 
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inedible greases and tallows on which column 25 rates wer 
prescribed in Cottonseed, Its Products and Related Articles, ig 
I. C. C. 605, 203 I. C. C. 177. At the hearing the carriers propose 
a compromise which was made the basis of the permissio, 
granted by the Commission. The proposal contemplated tha 
the words “grease” and “inedible” should modify “stearine’ 
and that the clause in parentheses would render certain that th 
description did not include stearic acid. The basis propose 
was slightly higher than existing rates which were 83.33 pe 
cent of sixth class. The only shipper of the commodity involve 
which had protested, the Commission said, did not oppose the 
slight increase in rates that adoption of the compromise woul 
bring about. 
Ocean Class and Commodity Rates 


Fourth section application No. 15655, Ocean Steamship (Co, 
of Savannah rates. By division 2. Ocean Steamship Company oj 
Savannah authorized, in fourth section order No. 11865, to estab. 
lish class and commodity rates between Boston, Mass., and Ney 
York, N. Y., the same as contemporaneously maintained on like 
traffic between the same points by the Eastern Steamship Lines, 
Inc.; provided, that the rates between Boston and New Yor 
shall not exceed the corresponding standard all rail rates between 
the same points, and further that the relief shall not apply to any 
rate between Boston, Mass., and Savannah, Ga., yielding les; 
than 5 mills a ton-mile based on the constructive distance of 47} 
miles, referred to ‘in the report, between those points. 


Bituminous Coal 


No. 24885, Harrisonburg Chamber of Commerce et al. ys, 
C. & O. et al. Division 2. On further hearing, amounts of 
reparation due claimants under rates, bituminous coal, mines 
on the Chesapeake & Ohio, over interstate routes, to Harrison 
burg, Va., found unreasonable in prior reports, 196 I. C. C. 186 
and 200 I. C. C. 213, determined. 


Strawberries 


No. 25703, Atlantic Commission Co., Inc., vs. Railway Ex. 
press Agency et al. By the Commission. Report by Commis- 
sioner McManamy. Rates and refrigeration charges, fresh 
strawberries, carloads, in express service, points in Florida to 
various destinations, unreasonable in the period from Decem- 
ber 28, 1933, to March 18, 1934, to the extent they exceeded 
those found to be reasonable and prescribed for the future in 
the prior report, 197 I. C. C. 85. Reparation awarded. Con- 
missioners Mahaffie and Miller noted a dissent. A footnote to 
the report says this case was decided with No. 23972, R. W. 
Burch, Inc., et al. vs. Railway Express Agency, Inc., et al., 197 
i. ©. ©. %. 

Scrap Iron and Steel 

No. 26437, Joseph Schonthal Co. vs. Pennsylvania et al., No. 
26438, Same vs. New York Central et al., and No. 26440, Same 
vs. Pennsylvania et al. By division 5. Dismissed. Rates, scrap 
iron and steel, Roanoke, Va., to Breckenridge, Pa., from New: 
port News, Va., to Donora, Pa., and from St. Mary’s, O., to 
Monessen, Pa., not shown to have been or to be unreasonable. 
Shipments were made in 1933 and complaint was filed on March 
24, 1934. Commissioner Porter, dissenting, called attention to 
a number of cases, decided in the last five years, in which the 
Commission had found scrap iron rates unreasonable to the er 
tent they had exceeded 70 per cent of the rates fixed in Iron 
and Steel Articles, 155 I. C. C. 517. He expressed the view 
that the rates herein should have been found unreasonable to 
the extent they exceeded or might exceed that basis. 


Cast Iron Borings 


No. 26261, Hausman & Wimmer Co. (Commonwealth Trust 
Co. of Pittsburgh, receiver) vs. Ann Arbor and a sub-numbet, 
E. I. du Pont de Nemours & Co. vs. Central of New Jersey. 
By the Commission. On reconsideration, finding in original 
report, 204 I. C. C. 757, that rates, cast iron borings, points il 
Michigan, Indiana and Ohio to Gibbstown, Carney’s Point and 
Thompson’s Point, N. J., were not unreasonable in the past, 
reversed. New finding is that they were unreasonable to the 
extent they exceeded the contemporaneous sixth class rates. 
Reparation awarded. Commissioner Mahaffie noted a dissent. 

Wire Rope, Etc. 

No. 17580, W. C. Norris vs. A. C. & Y. et al., No. 17689, 
Butler Manufacturing Co. vs. A. G. S. et al., and No. 17719, 
Black Steel & Wire Co. vs. A. T. & S. F. et al. By the Com 
mission. On further hearing, amounts of reparation due col 


plainants, under former findings, 168 I. C. C. 449, that rates, 

wire rope and iron and steel articles, points in various states 

to destinations in Oklahoma and Texas were unreasonable, 

determined and ordered to be paid not later than June 15. 
Silica Sand 


No. 17272, sub-No. 1, Philip Carey Manufacturing Co. et @!: 
vs. B. & O. et al., and sub-No. 2, Nivison-Weiskopf Co. et 4! 
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April 18, 1935 


ys. Same. By the Commission. Commissioners Lee and Ma- 
haffie noting a dissent, on further hearings, amounts of repara- 
tion due specified complainants under prior findings, 188 I. C. C. 
99, silica sand, Ottawa, Ill., district to Lockland, Reading and 
Bond Hill (within the switching limits of Cincinnati, O.), de- 


termined and ordered to be paid not later than June 15. The 
total of awards is $34,616.70. 
Iron Pipe and Casing 
No. 15496, Carter Oil Co. vs. A. T. & S. F. et al. By the 


Commission. On further hearing, amounts of reparation due 
under findings in prior reports, 132 I. C. C. 56, 146 I. C. C. 149, 
and 195 I. C. C. 486, iron pipe and casing between points in 
Oklahoma and Kansas, determined and ordered to be paid 
not later than June 15. The total of awards is $454.06. 


Livestock 


No. 26580, Punxsutawney Beef and Provision Co. vs. B. & O. 
et al. By division 3. Dismissed. Rates, livestock, Chicago, II1., 
to Punxsutawney, Pa., not shown to have been or to be unreason- 
able or otherwise unlawful. Rates on 110 carloads shipped be- 
tween July 8, 1932, and August 22, 1933, were alleged to have 
been unreasonable, unduly prejudicial to Punxsutawney and 
unduly preferential of Buffalo, N. Y., as well as in violation of 
the long and short haul part of section 4. New rates and repara- 
tion were sought. 


Shelled Corn 


No. 26479, Fulton Chestnut vs. C. B. & Q. By division 5. 
Dismissed. Commodity rate, 28 cents, one carload, bulk shelled 
corn, Hamlet, Neb., to Deadwood, S. D., shipped in February, 
1932, applicable and not unreasonable or unjustly discriminatory, 
Chairman Tate noted a dissent. 


Molding Sand 


No. 23226, Ayers Mineral Co. et al. vs. A. C. & Y. et al. By 
the Commission. On further hearing, amount of reparation due 
intervener, Walworth Co., under prior findings, 188 I. C. C. 99, 
molding sand, Blissfield, Zanesville and Kent, O., to South Greens- 
burg, Pa., determined and ordered to be paid not later than June 
15. Shipments were made between June 2, 1928, and October 4, 
1932. Commissioner Lee noted a dissent. 


PROPOSED REPORTS 


Canned Vegetables 


No. 25063, Minnesota Valley Canning Co. vs. Alton et al. 
By Examiners C. E. Stiles and C. J. Peterson. On further hear- 
ing, amount of reparation due under findings in previous re- 
ports, 194 I. C. C. 61 and 200 I. C. C. 271, canned vegetables, 
Minneapolis to destinations in central territory and Ontario, 
Can., proposed to be found to be $28.69, 


Liquid Asphalt 


No. 26608, Warner-Quinlan Co. vs. Central of New Jersey 
et al. By Examiner Harold M. Brown. Rates, liquid asphalt, 
Warners, N. J., to destinations in New York, on shipments be- 
tween February 23, 1932, and March 3, 1933, proposed to be 
found unreasonable to the extent they exceeded the contempo- 
raneous sixth class rates. Reparation proposed. Among the 
destinations are Suffern, Fuera Bush and §S. Schenectady. 


Crushed Stone 


No. 26640, Currie Construction Co. et al. vs. C. B. & Q. et al. 
By Examiner John J. Crowley. Dismissal proposed. Rates and 
switching charges, crushed stone, Quartzite, Minn., to Creston, 
la, on shipments made between October 1 and December 15, 
1931, proposed to be found not unreasonable. 


Composition Asphalt Shingles 


No. 26666, Ford Roofing Products Co. vs. A. C. L.. et al. 
Examiner Carl A. Schlager. Dismissal proposed. Rate charged, 
carload, composition asphalt shingles, shipped in July, 1933, 
York, Pa., to Augusta, Ga., proposed to be found to have been 
applicable, 


By 


Wall Ties 
No. 26670, Tennison Brothers vs. Illinois Central et al. By 
Examiner L. J. P. Fichthorn. Dismissal proposed. Rate charged, 
corrugated sheet steel and steel wall ties, Delphos, O., stopped 
for transit service at Texarkana, Tex., and reforwarded to Okla- 
homa City, Okla., proposed to be found applicable on shipments 
in January and June, 1931. 


Automatic Stokers 
No. 26747, Montana-Dakota Power Co. vs. Great Northern. 
y Examiner John Davey. Rate, automatic stokers, k. d., Fair- 
view, Mont., to Kincaid, N. D., proposed to be found unreason- 
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able to the extent it exceeded or May exceed 57 cents. Repara- 


tion of $11.67 proposed on a shipment made in May, 1933. New 
rate proposed. 
Cantaloupes 
No. 26715, S. A. Gerrard Co. vs. A. T. & S. F. et al. By 


Examiner Leland F. James. Rate, combination of $1.645, sought 
to be collected, carload, cantaloupes, Las Cruces, N. M., orig- 
inally billed to Toronto, Can., and reconsigned to Black Rock, 
N. Y., proposed to be found applicable but unreasonable to the 
extent it exceeded a rate of $1.17 originally charged. Waiver of 
outstanding undercharges recommended. 


Cattle 


No. 26726, Jake Burkhardt vs. Southern Pacific et al. By 
Examiner L. B. Dunn. Dismissal proposed. Charges collected, 
cattle, Denver, Colo., to South San Francisco, Calif., on or before 
October 20, 1931, proposed to be found applicable and not un- 
reasonable or otherwise unlawful. 


White Potatoes 


No. 26565, Eastern Shore of Virginia Produce Exchange, 
Inc., vs. Pennsylvania and a sub number, M. J. Duer & Co., Inc., 
et al. vs. Same. By Examiner Harris Fleming. Dismissal pro- 
posed. Rates charged, white potatoes, various points on the 
eastern shore of Maryland and Virginia to New York, N. Y., and 
Newark and Jersey City, N. J., proposed to be found not un- 
reasonable. Reparation was asked on shipments made in the 
time when the railroads were changing from commodity to class 
rates, the class rates having gone into effect October 24, 1932, 
as a result of Eastern Class Rate Investigation, 164 I. C. C. 
314, 171 I. C. C. 481. Reparation was asked on the basis of 
30 per cent of the present first class rates. 


Pipe and Fittings 


No. 26601, Republic Steel Corporation vs. A. C. & Y. et al. 
By Examiner A. §. Parker. Rates, wrought iron or steel pipe 
and fittings, couplings and connections, Youngstown, O., to 
points in Nebraska, Kansas, Colorado and Wyoming, proposed 
to be found unreasonable to the extent they exceeded fifth 
class, minimum 40,000 pounds, from and to the same points 
prescribed in Western Class Rates, 164 I. C. C. 1, applicable 
over the shortest route over which carload traffic could be in- 
terchanged without transfer of lading. Reparation proposed. 
Informal complaints were made on 2,079 cars shipped between 
May 6, 1930, and March 8, 1932. Proposed that the Commis- 
sion find rates to points in Iowa, Minnesota, Missouri and South 
Dakota had not been shown to have been unreasonable. 


ADVANCED FREIGHT RATES 


The Traffic World Washington Bureau 


The master tariff, putting into effect April 18 the emer- 
gency charges authorized by the Commission in Ex Parte No. 
115, issued in the names of fourteen tariff publishing agents, 
was filed with the Commission April 11. It showed that the 
following commissions had also given permission to have the 
rates become effective on five days’ notice: Canada, Illinois, 
Maryland, New York, Pennsylvania, Rhode Island, Vermont, and 
West Virginia. The latter’s consent, however, was only tenta- 
tive. 

Other states, according to notes in the master tariff, have 
decided to permit the imposition of the emergency charges, pre- 
sumably on statutory notice. They are: Virginia, Arizona, Cali- 
fornia, Idaho, Nevada, New Mexico, Oregon, Utah, Washington, 
Montana, Indiana, on April 22, and Michigan, Ohio, Minnesota, 
North Dakota, Massachusetts, New Hampshire, and Maine, the 
last mentioned on May 13. 

Filing of the master tariff to be effective April 18 was in 
accordance with the decision reached by the tariff publishing 
agents and announced April 9. Under that announcement they 
could have waited until April 13 to file that tariff. They decided 
to go ahead earlier because soon after the announcement it was 
realized that their hope of having practically all the state com- 
missions assent to the making of rates in the states effective on 
the effective date of the interstate rates could not be realized. 

When the agents added the names of the commissions that 
had consented to the charges to their master tariff they did some- 
thing that was in accord with custom but was not required by 
the rules of the federal body. They are not required under its 
rules, therefore, to supplement the information concerning other 
commissions as, if and when other commissions adopt the emerg- 
ency charges for addition to the state rates. 

The master tariff corrects the error in the Commission’s ap- 
pendix so as to show the Commission’s intention not to place a 
surcharge on fertilizers. It also corrects that appendix by mak- 
ing clear that the charge therein provided on lumber is to be 
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imposed on foreign and domestic lumber or woods of value for 
purposes other than for which ordinary lumber is used. 

The Commission, in Ex Parte 115, April 12 authorized the 
carriers to file supplements connecting present tariffs with the 
master tariff, the latter carrying surcharges, on one day’s no- 
tice, except as to coal and coke. Coal and coke connecting 
tariffs, on account of the requirement that existing differentials 
be preserved, may not be filed on less than five days’ notice. 

The Board of Railroad Commissioners of North Dakota and 
the North Dakota Lignite Operators’ Association, Inc., have 
asked the Commission for reconsideration and modification of 
the report in Ex Parte No. 115, wherein the report permits the 
same increases on lignite coal as are authorized on anthracite 
and bituminous coal. 

An increase of 15 cents a:ton on rates over $1.50 a ton, as- 
serted to be the average interstate rate for destinations that 
lignite could move interstate being slightly over $2, the peti- 
tioners alleged it produced a disproportionate increase com- 
pared to increases on competing coal. The average rate on east- 
ern coal through the northwestern lake docks to destinations 
where lignite competed, they said, was about $5. An increase of 
15 cents a ton, they pointed out, was only a 3 cent increase 
whereas on lignite a 15-cent increase on a $2 rate was 7% per 
cent. 

“There is little doubt but what a 15-cent a ton increase on 
lignite to interstate destinations will practically drive it from 
the market,” declared the petitioners. 

By the reason of the competition in North Dakota with 
trucked coal and natural gas, any increases in the rail rates on 
lignite, the petitioners said, would undoubtedly result in addi- 
tional loss of tonnage, that would more than off-set the added 
earnings from the traffic still moving by rail. Lignite hauling by 
trucks, they said, was not limited to short distances. There was 
a substantial movement, they declared, for distances up to 150 
miles and an appreciable movement for even greater distances. 
Some of the largest rail shippers in North Dakota who shipped 
about 30,000 carloads of lignite last year, they asserted, were 
being driven to a point where they must give serious considera- 
tion to truck transportation and had already made representa- 
tions to rail carriers that reductions in the present rates must 
be made if business was to be retained by the rails. 

The petition, the North Dakotans said, was based only on 
the theory, assuming some increases were justified, that no in- 
creases could be justified, or that the very maximum of any law- 
ful increases under any theory could not exceed a proportionate 
increase on a percentage basis. 


The Birmingham Slag Co., American Gravel & Sand Co., 
Kirkpatrick Sand & Cement Co., Montgomery Gravel Co., Ocalla 
Lime Rock Corporation, Roquemore Gravel & Slag Co., Stock- 
bridge Stone Co., Southeastern Sand & Gravel Co., Underwood- 
Walker Co., and Woodstock Slag Corporation, producers of sand, 
gravel, slag and crushed stone, called aggregates, in southern 
territory, have asked the Commission to withdraw the emergency 
surcharges authorized from, to and between points in southern 
territory on aggregates; or modify its report and order to sub- 
stitute for the emergency surcharges authorized the ones proposed 
by the carriers, or, if the time between the receipt of their com- 
munication and the effective date of the surcharges is too short, 
to suspend any and all schedules containing the surcharges on 
aggregates authorized in parts 1 and 2 of Appendix A of the 
report in the case. The charges proposed by the carriers are 
those set forth in the Commission’s report in Ex Parte No. 115, 
p. 13. 

The southern aggregate producers, in support of their peti- 
tion, say they have on hand unfilled orders covering thousands of 
tons sold delivered on the basis of rates ranging from $1.10 
to $3 a ton; that most of this business is to move after April 15 
and that they, if they are required to pay the surcharges, will 
suffer the loss of thousands of dollars in excess of their slim 
margin of profit. But they asserted, they were not so much con- 
cerned with the threatened loss on orders in hand as they were 
with the entire loss of future business involving hauls exceeding 
100 miles singlé-line and 60 miles joint-line and the possible clos- 
ing down of their plants. 

The Commission rejected the petition as one for suspension, 
pointing out that it, in its report, had said that the tariffs carrying 
the emergency charges would be allowed to become effective 
without suspension. The petition, however, will be freated as 
one for modification of the report in No. 115. 


COMMISSION ORDERS 


No. 15545 et al. Consolidated southwestern cases. On further con- 
sideration of records in these proceedings, except Nos. 15217 and 15231, 
and petition of Topeka (Kan.) Chamber of Commerce and petitions 
in behalf of southwestern defendants, proceedings reopened for fur- 
ther hearing at times and places to be designated, on sole question 
of whether findings numbered 8, 4 and 27 may and should be modified 
so as to eliminate therefrom northeastern Kansas, including that 
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portion of the state as far west as and including To 
of southwestern defendants, denied. 

No. 17304. International Oil Co. et al. vs. A. & S. et al., and ny 
25451, Northwestern Petroleum Association et al. vs. A. & S. et a) 
Proceedings reopened for reconsideration on present record soley 
with regard to reparation on fuel oil and other low-grade petroleuy, 
products moving in period between September 22, 1932, and April rt 
1933, inclusive. . 

No. 26080. Northeast Kentucky Coal Bureau vs. C. & O. Orde 
of February 7, 1935, modified to become effective June 24, 1935, oy 
not less than 30 days’ notice instead of May 24, 1935. "a 

No. 17000, part 11, Western trunk line class rates and ex Parte 
Sub 1, Class rates within western trunk line territory. Petition 
Kansas State Corporation Commission for reconsideration denied, 

Ex Parte No. 104, Practices of carriers affecting operation revenue 
and expenses. Part VI, Warehousing and storage of property by ear. 
riers at the Port of New York, N. Y. Petition of North River Stores 
Inc., for reconsideration, denied. ss 

No. 26510. Western-Southern class rates. Petition of the Nor. 
folk & Western, Chesapeake & Ohio, and Virginian for modificatioy 
of order of May 26, 1934, denied. 

Finance ‘No. 10741. Application Hill City Railway Co. Intervening 
petition of Minnesota Railroad and Warehouse Commission dismissej 

Finance No. 10791. Norfolk Southern receivers’ notes. The par 
of the application which seeks authority to execute conditional sales 
agreements dismissed. : 

No. 23684. Union Mirror Co. et al. vs. B. & O. et al. and No. 236% 
Sub 1, Consolidated Mirror Co. et al. vs. B. & O. et al. Petition of 
complainants for revision of findings denied. 

No. 26306. National Acme Co. vs. B. & M. et al. Petition oj 
complainant for reargument, review and reconsideration denied. 

1. & S. No. 3993. Ege trays from Waterville, Maine. Petition 
of Central Fibre Products Co. Inc., and Mapes Consolidated Manufae. 
—s Co. for reconsideration and further hearing and argument de- 
nied. 

No. 26254. Swift & Co. vs. St. Louis-San Francisco, J. M. Kum 
and John G. Lonsdale, trustees, et al. Petition of defendants for re. 
consideration and modification of order denied. 

No. 22759. Richmond Mica Corporation vs. A. C. L. et al. Peti- 
tion of D. & R. G. W. for permission to cancel rates from Embudo 
and Chamita, N. M., to Richmond, Va., denied. 

No. 26188. Michaels Art Bronze Co. vs. C. & O. et al., and Sub, 
No. 1, Cincinnati Manufacturing Co. vs. B. & O. et al. Petition of 
complainants for rehearing or reconsideration denied. 

No. 26009. Decatur Box & Basket Co., Inc., vs. A. T. & N. et al, 
Petition of complainant for reconsideration denied. 

No. 17482. Traffic Bureau, Chamber of Commerce, Lynchburg, 
Va., vs. Erie et al. Petition of complainant for reconsideration denied, 

No. 17525. Traffic Bureau, Chamber of Commerce, Lynchburg, Va, 
vs. Manufacturers (St. Louis) et al. Petition of complainant for re- 
consideration denied. 

No. 17000. Rate structure investigation, Part 8, cottonseed, its 
products and related articles. Petition of National Soybean (il 
Manufacturers’ Association and others for rehearing and reconsidera- 
tion with respect to rates on soybean cake, soybean oil meal, corn oil 
cake and corn oil meal denied. 

Industrial Sand Case, 1930.—No. 22907. The Illinois Silica Sand 
Traffic Bureau vs. A. C. & Y. et al. and cases grouped therewith. 
Petition filed on behalf of defendant carriers in trunk-line and New 
England territories and petition of Glass Container Association of 
America, for reconsideration denied. 

1. & S. No. 3973. Cement from El Paso, Tex., to New Mex. Pe- 
tition of respondent, Sou. Pac. Co., for reconsideration reopened for 


reconsideration. 

No. 26817. Globe Grain & Milling Co. vs. C. B. & Q. et al. De- 
fendants to dismiss complaint on ground that issues therein are 
practically identical to those decided in No. 23476, Smith & Scott, 
Inc., vs. A. T. & S. F. et al. overruled. 

No. 26324. Alton Brick Co. vs. Mo. Pac. et al. 
plainant for reconsideration and modification denied. 

No. 26828. Omaha Live Stock Exchange et al. vs. Alton et al. 
The Ogden Live Stock Exchange and Union Stock Yards of Ogden, 
Utah, permitted to intervene. 

No. 26193. Haskelite Manufacturing Corporation vs. Atlantic City 
et al. Petition filed on behalf of carriers in official territory for re- 
consideration denied. 


No. 25703. Atlantic Commission Co. vs. Railway Express Agency 
et al. Petition of complainant for reopening and reconsideration on 
oe of reparation in period December 28, 1933, to March 18, 193}, 
granted. 


No. 24945. Muscle Shoals White Lime Co. vs. Alabama Great 
Southern et al. Order of October 4, 1933, vacated in so far as it con- 
cerns rates for future. 


No. 25728. Hoboken Manufacturers Railroad Co. vs. A. & S. et al. 
and No. 25878, New Orleans & Lower Coast Railroad Co. vs. A. C. «& 
Y. et al. Defendants’ petition for modification denied. 

No. 26763. Morton Salt Co. vs. A. & R. et al. and No. 26796, Ameri- 
can Salt Co. et al. vs. A. & R. et al. The E. I. DuPont DeNemours 
& Co., DuPont Rayon Co. and The Grasselli Chemical Co. permitted 
to intervene. 


No. 26906. Board of Railroad Commissioners of the State of 
South Dakota vs. A. A. et al. The Minnesota Railroad and Ware- 
house Commission of the State of Minnesota permitted to intervene. 

No. 26223. Drayage and unloading at Jefferson City, Mo. The é- 
fective date of order of February 12 postponed to July 19, 1935. 

No. 26860. Albany Port District Commission vs. A. & W. et 4l. 
The Commonwealth of Massachusetts permitted to intervene. 

No. 23424. E. H. Milton & Sons et al. vs. A. & S. et al., and 
cases grouped therewith. The order entered January 19, 1934, a 
amended by striking out following item on sheet 8: State of Missoul! 
ex rel. Stratton Shartel, attorney, 280281—General (School of Mines), 
Cc. B. & Q., St. L.-S. F., 218.59, and inserting the following: State 
of Missouri ex rel. Stratton Shartel, attorney. 280281—General (School 
of Mines), C. B. & Q., St. Ia-S. F., 2181.59, and the said order of 
January 19, 1934, is modified with respect to above item by substitut- 
“or the date April 1, 1934, appearing in ordering paragraph, June 


peka. Petitions 


Petition of com- 


C. & E. |. REORGANIZATION 


In Finance No. 9952, reorganization of the Chicago & East 
ern Illinois, the carrier has asked that the hearing be post 
poned from April 15 to July 15. 
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April 13, 1985 


LOANS TO RAILROADS 


In a report on the results of activities of the Federal 
Emergency Administration of Public Works, Administrator 
Harold L. Ickes said, April 13, that the railroad improvement 
and construction program to relieve unemployment, for which 
PWA lent $198,126,500 to 30 railroad companies, was over 90 per 
cent completed. PWA loans allotted to railroads were as follows: 

Pennsylvania, $80,650,000; Chesapeake & Ohio, $16,876,000; 
Erie, $13,953,000; Illinois Central, $12,000,000; Southern Pacific, 
$12,000,000; Boston & Maine, $7,318,000; New York, New Haven 
& Hartford, $7,100,000; Baltimore & Ohio, $6,400,000; Great 
Northern, $5,785,000; Lehigh Valley, $5,345,000; New York, Chi- 
cago & St. Louis, $5,028,000; Delaware, Lackawanna & Western, 
$4,666,000; Chicago, Milwaukee, St. Paul & Pacific, $4,033,000; 
New York Central, $5,000,000; Wabash, $3,831,000; Chicago & 
North Western, $1,400,000; Northern Pacific, $1,220,000; Lehigh 
& New England, $1,212,000; Chicago Great Western, $1,200,000; 
Gulf, Mobile & Northern, $1,047,000; Pittsburgh & West Virginia, 
$331,000; Maine Central, $313,000; Kansas, Oklahoma & Gulf, 
$255,000; Grand Trunk Western, $250,000; Interstate, $250,000; 
Chicago & Eastern Illinois, $240,000; New York, Ontario & West- 
ern, $235,000; Central of Georgia, $120,000; Midland Continental, 
$36,000, and Missouri Southern, $32,500. 

As of April 1, $159,124,500 had been advanced to the railroads 
under the allotments totaling $198,126,500. Of the loan of $80,- 
650,000 to the Pennsylvania, $56,651,000 had been advanced. 

Mr. Ickes, referring to the loans made to the railroads to 
aid in creating employment, said delivery had been made of most 
of the new cars and engines bought with the PWA money and 
that repairs to old cars and locomotives were nearly finished. 


The Commission, by division 4, in Finance No. 10774, Bal- 
timore & Ohio Railroad Co. reconstruction loan, embracing also 
Finance No. 9268, Baltimore & Ohio reconstruction loan, 184 
I. C. C. 37, 187 I. C. C. 323, 189 I. C. C. 399 and 199 I. C. C. 167, 
has approved a further loan of not exceeding $5,000,000 from the 
RFC for two years upon condition that the applicant deposit 
additional collateral. It has also approved an extension of time, 
for not more than two years, of a loan maturing April 8, amount- 
ing to $7,000,000. 

Additional collateral covering the new loan and the ex- 
tended loan required to be delivered to the RFC consists of the 
following: $626,000 of B. & O. refunding and general mortgage, 
series E, 6 per cent bonds, due 2000; $4,393,300 of Philadelphia 
Coal & Iron convertible debenture 6 per cent bonds, due 1949; 
$1,040,000 of Reading Co. common stock; $660,000 of Fruit 
Growers’ Express Co. stock; $500,000 of Cincinnati Union Ter- 
minal Co. common stock; and $300,000 Southwestern Construc- 
tion capital stock. It is provided that advances of not to ex- 
ceed $4,000,000 may be made upon the deposit of $150,000, par 
value, of the capital stock of the Southwestern Construction 
Co. and the before stated amounts of the securities of the other 
companies mentioned. 

In Finance No. 9180 New York Central Railroad Co. recon- 
struction loan, embracing also Finance Nos. 9465 and 9870, New 
York Central reconstruction loan, 184 I. C. C. 737 and 189 I. C.C. 
709, the Commission, by division 4, on supplemental application 
has approved for extension for specific periods, of loans aggre- 
gating $15,600,000 by the RFC, and substitution, in part, of col- 
lateral security for the loans. The applicant asked for approval 
of release from pledge of $7,000,000 of Boston & Albany re- 
funding 6 per cent bonds of 1943, and substitution of other col- 
lateral. Extension was sought on notes maturing in 1935. The 
total amount of the notes is $27,499,000. The applicant said 
that, in view of the present price of its refunding and improve- 
ment mortgage bonds, their sale at this time in order to pay 
the notes falling due this year would be on a prohibitory basis. 
Considering its large indebtedness to banks, the report said, 
the applicant believed it would be unable to obtain therefrom an 
additional loan in the amount required or a substantial part 
thereof. 

The Commission approved extension of loans in the amounts 
of $1,500,000, due May 16; $11,100,000 due June 30; $500,000, due 
July 15; and $2,500,000 due August 1, so that the notes shall 
become due at various dates in 1938, 1939, 1940 and 1941. 

Permission was given to the applicant to substitute for 
$7,000,000 of Boston & Albany bonds, $2,280,000 of the capital 
stock of the Indiana Harbor Belt; $3,520,000 of the applicant’s 
refunding and improvement mortgage 5 per cent, series C, bonds, 
due in 2013, 66,500 shares of the first preferred stock of the 
Redding Co. and 25,900 shares of the second preferred stock of 
the Reading Co. 

The Colorado & Southern Railway, in Finance No. 10814, 
has formally applied for the loan of $28,978,000 from the RFC 
as to which Chairman Jones made an announcement March 28. 
(See Traffic World, March 30, p. 579.) The purpose of the 
oan is to meet maturing 4% per cent first mortgage bonds due 
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May 1. The applicant said it had expected to refund half the 
issue in cash and half in ten-year extended bonds but that it 
had not been able to obtain commitments under that plan, and 
that it therefore expected the RFC to acquire the bonds which 
are to be extended for ten years with provision for reduction 
of the interest rate thereon later. 

In Finance No. 9244, supplemental application, the receivers 
of the Florida East Coast Railway have asked approval of 
extension for three years of maturing loans from the RFC, 
aggregating $627,075. 

As a condition precedent to approving extension of a loan 
from the RFC for $3,807,583 for two years to the Chicago & 
North Western, the Commission, by division 4, in the sixth 
supplemental report in Finance No. 9167, has found that the 
Cc. & N. W. is not in need of financial reorganization in the 
public interest at this time. The loan in question matures 
April 13. Commissioner Mahaffie dissented. 

As of February 1, 1935, the C. & N. W. owed the RFC 
$43,050,133, having repaid $3,538,000 on total loans theretofore 
of $46,588,133. Collateral for these loans now on deposit with 
the RFC has a face value of $103,074,800. Applying market 
prices where available, and estimated values where market 
prices were not available, the applicant, said the report, esti- 
mated the total value of this collateral, as of February 18, 
1935, at $49,874,314. The company, said the report, had deficits 
as follows: 1931, $6,034,125; 1932, $11,216,821; 1933, $7,875,419; 
1934, $8,276,194. In 1935 a deficit of $4,820,902 is expected, ac- 
cording to the report. These deficits, said the report, were 
accrued after income credits, in whole or in part, for interest 
due from the Chicago, St. Paul, Minneapolis & Omaha, sub- 
sidiary of the applicant. 

In Finance No. 10660, Fort Smith & Western Railway Co. 
receiver reconstruction loan, the Commission, by division 4, 
has denied approval of an application for a loan of $136,072.61 
from the RFC on the ground that the prospective earning power 
of the applicant and the security offered as a pledge for the 
loan were not such as to afford a reasonable assurance of 
ability of the applicant to repay the loan. The loan was de- 
sired to pay bills, taxes and other debts. Previous loans of 
$162,000 and $65,434 were approved in 1932, according to the 
report. The deficit incurred in the period 1931-1934, inclusive, 
amounted to $206,636, according to the report. 

In Finance No. 9173, Fort Smith & Western Railway Co. 
receiver reconstruction loan, the Commission, by division 4, in 
the second supplemental report, has approved extension for two 
years of the time of payment of loans of $227,434 by the RFC 
to the receiver, maturing March 21, 1935. 

In Finance No. 10822, W. E. Hopkins, trustee of the Meridian 
& Bigbee River Railway Co., has applied for a loan from the 
RFC of $255,748 to make improvements and to meet other 
expenses. 


“LEAK” ON RAILROAD LOANS 


The Traffic World Washington Bureau 


Publication in newspapers Sunday, April 7, of information 
to the effect that the Commission had approved loans or exten- 
sions of loans from the Reconstruction Finance Corporation to 
the Baltimore & Ohio and the New York Central resulted in 
charges being made that there had been a “leak” with respect 
to the Commission’s action. The reports in the cases referred to 
were made public by the Commission April 8. 


Inquiry revealed that the Commission, the afternoon of Satur- 
day, April 6, after its offices had been closed to the public at 1 
p. m., had sent copies of the reports relating to the Baltimore 
& Ohio and the New York Central to the offices of the Recon- 
struction Finance Corporation. Secretary McGinty said this was 
the usual practice, which was, that reports in railroad loan 
cases were sent to the RFC and not served by the Commission 
on the railroads affected as was done with respect to other 
Commission decisions. 


The reports, it was stated, were not ready until the afternoon 
of April 6, when they were sent to the RFC immediately because 
of a desire not to delay action on the loans, Representatives of 
the railroads had been following the cases closely and learned 
of the action that had been taken. Information about the loans 
was given out by some one in New York, it was understood. 

The “leak” in this instance took place after the Commission 
had sent its reports to the RFC. There would have been no 
“leak” had the Commission advised representatives of the press 
in Washington that the reports were coming out after the usual 
closing hour on Saturday and that they would be available to 
those who wished to have them. 

Several years ago it frequently was the case that information 
as to action taken by the Commission in “finance” cases be- 
came available in New York before the action was announced 
in Washington. After protests had been made, the Commission 
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instituted the practice of making announcement of the action 
taken in such cases as soon as possible after the vote had been 
taken. 

The charges that there had been a “leak” with respect to 
the loan decisions in the cases of the B. & O. and N. Y. C. were 
made by a press association representative. While the Commis- 
sion sent copies of the reports to the RFC the afternoon of 
April 6, it was stated at the RFC this week that the reports were 
not made public there, and that, if the railroads learned about 
the decisions, it was not from RFC officials. The RFC does not 
give to the press information about the Commission’s loan deci- 
sions. The Commission issues copies of its loan decisions, as it 
does with respect to its other decisions, to the press. In this 
instance the copies were not made available to the press until 
after publication had been made in newspapers that the loans in 
question had been approved. 


UNCONTESTED FINANCE CASES 


Report and order in F. D. No. 10784, (1) authorizing the Chicago 
Union Station Company to issue $16,000,000 of 4 per cent first-mort- 
gage bonds, series D, and $2,100,000 of 4 per cent guaranteed bonds, 
the first mortgage bonds to be sold at not less than 981% per cent of 
par and the guaranteed bonds to be sold at not less than 99 per cent 
of par, with accrued interest in both instances, and the proceeds used 
to redeem first mortgage 6% per cent bonds, series C; and (2) author- 
izing the Chicago, Burlington & Quincy R. R. Co., the Chicago, Mil- 
waukee, St. Paul & Pacific R. R. Co., to Pittsburgh, Cincinnati, Chi- 
cago & St. Louis R. R. Co., and the Pennsylvania R. R. Co. to assume 
obligation and liability, as guarantors, in respect of such bonds, ap- 
proved. (See Traffic World, March 16, p. 480.) 

Report and certificate in F. D. No. 10741, permitting the Hill City 
Railway Company to abandon, as to interstate and foreign commerce, 
(a) its entire railroad, and (b) operation under trackage rights over 
a line of railroad of the Great Northern Ry. Co., in Aitkin and Itasca 
counties, Minn., approved. 


FINANCE APPLICATIONS 


Finance No. 10653. Supplemental application of Boston & Maine 
Railroad amending its application herein to ask authority to abandon 
only that portion of its Lakeport branch between Alton and Lily Pond 
stations, approximately 16 miles, in Belknap county, N. H. 

Finance No. 10815. The Bellevue & Cascade Railroad Co. asks 
authority to abandon its line between Bellevue and Cascade, Ia., ap- 
proximately 35 miles, because it is unable to meet operating expenses. 

Finance No. 10818. Lucien C. Sprague and John Junell, as co- 
receivers of the Minneapolis & St. Louis Railroad Co., ask authority 
to issue $1,185,000 of receivers’ certificates of indebtedness, in renewal 
of an obligation for a like amount now outstanding. 

Finance No. 10819. Colorado & Southern Railway Co. asks order 
authorizing it nominally to issue $4,190,000 general mortgage 4% per 
cent gold bonds, series A, to be used as part of the collateral for 
the loan of $28,978,900 applied for from the RFC. The proposed 
bonds will mature May 1, 1980. 

Finance No. 10820. Colorado & Southern Railway Co. asks for 
authority to extend the maturity of the principal of its refunding 
and extension mortgage 4% per cent gold bonds for ten years in the 
amount of $28,978,900, these being the bonds involved in the RFC 
loan application. 

Finance No, 10821. Fort Worth & Denver Northern Railroad Co. 
asks order authorizing it to execute, issue and deliver to the Colorado 
& Southern its promissory note for $4,182,091.26, bearing 6 per cent 
interest, for advance made in respect of construction of applicant’s 
property. Applicant said the Colorado & Southern asked for the note 
=m ~ “eta with its financing of the refunding extension mortgage 
yonds. 


JEFFERSON SOUTHWESTERN ABANDONMENT 


In Finance No, 9188, in re application of Jefferson South- 
western Railroad Co. for certificate of abandonment, the ap- 
plicant has filed a motion for withdrawal of the application for 
authority to abandon operation of its line in Jefferson county, 
Ill. At the hearing on the application, according to the applicant, 
there was a meeting of minds of protestants and applicant that 
the railroad property “should lie dormant and resumption of 
freight and passenger service be deferred until there is an im- 
provement of the conditions and it is possible for the carrier to 
receive the funds necessary for operating.’ Therefore ap- 
plicant asks that the application be placed on the suspense 
calendar, to be called up at such time in the future as it may 
appear necessary or appropriate to proceed therewith, or, in the 
alternative, that the Commission permit the withdrawal of the 
application, without prejudice, and on the understanding that 
by unavoidable cessation of actual operations the carrier has not 
committed any breach of the interstate commerce act, or intended 
permanently to abandon operation, in advance of proper author- 
ization by the Commission. 





RAILROAD REORGANIZATIONS 


The Commission has docketed, in Finance No. 10810, Copper 
Range Railroad Co. reorganization, a copy of the petition filed 
by that carrier in the federal court for the western district of 
Michigan, northern division, asking for reorganization of its 
affairs under section 77 of the national bankruptcy law. The 
petition says the company is in default in the interest on its 
first mortgage of $2,100,000 due on October 1, 1934, amounting 
to $52,500 and for a like amount due on April 1. 

In eighteenth supplemental order in ex parte No. 111, in 
the matter of a panel of standing trustees, the Commission has 
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designated as eligible for appointment as trustees under th, 
bankruptcy act, William H. Schacht, president, and George Wey. 
cott, general manager of the Copper Range Railroad. 

In Finance No. 10813, Louisiana & North West Railroad (y, 
reorganization, the Commission has docketed the petition og 
that carrier, filed in the southern district of New York federa| 
court, asking for reorganization under section 77 of the nationa| 
bankruptcy act. The petition says the carrier, on April 1, ¢e 
faulted on $2,069,000, principal and interest, gold bonds, the 
interest amounting to $51,725. Another recital is that a mort. 
gage amounting to $100,000 and $2,500 of interest will fall du 
on July 1 and that the company has no funds for their pay. 
ment. 

In nineteenth supplemental order to ex parte No. 111, in 
the matter of a panel of standing trustees, the Commission ha; 
appointed Roland O. Bouck, Middleburgh, N. Y., to the panel 
of persons eligible to be trustees for railroads seeking reor. 
ganization. 


M. & ST. L. DISMEMBERMENT 


In “extension of remarks” in the Congressional Record of 
April 8, Representative Hildebrandt, of North . Dakota, pro. 
tested against the proposal of Chairman Jones, of the Recon. 
struction Finance Corporation, looking to the “parceling out" 
of the Minneapolis and St. Louis Railroad to connecting lines, 
He said the plan would throw out of employment approximately 
3,000 persons, contending that the roads that took over parts 
of the railroad would not absorb these employes. He said he 
wrote to Chairman Jones and that the chairman replied the 
purpose was to put the M. & St. L. in “strong hands,” instead 
of having the road continue to operate independently. He said 
he failed to see where the “strong hands” were. He quoted 
from a letter received from J. W. Devine, general manager of 
the M. & St. L., with offices in Minneapolis, stating that “off 
line loading or strictly competitive traffic has increased 3,13) 
cars from January 1 to April 1 over the corresponding period 
for last year,” and that basic or permanent economies had been 
put into effect amounting to $150,000 annually. He quoted from 
Mr. Devine’s letter as follows: 


Now, it is true the increase in competitive traffic and decrease 
in operating costs haven’t as yet been reflected into substantial 
net returns. This is entirely due to drought conditions which had 
practically paralyzed the current grain and stock movements, which 
normally are depended upon to create a substantial share of our 
gross business. You are undoubtedly aware of the extent to which 
the movement of farm products has receded, and naturally this de- 
cline has a detrimental effect upon our general situation, but the 
increase in other traffic has been so pronounced that a relatively 
better showing than most of our larger neighbors and competitors has 
been the net result. ; ; 

I just returned from a trip to the territory adjacent to our line 
in South Dakota. The prospects are said to be the best in 3 years. 
Moisture conditions are favorable and the people in that locality are 
looking forward to a good crop. 


PETITIONS FOR REHEARING, ETC. 


No. 22907. Pennsylvania Glass Sand Corporation vs. B. & O. et al. 
Owens-Illinois Glass Co. asks reconsideration. 

No. 26035, Mississippi Farm Bureau Cotton Association vs. Gulf 
& Ship Island et al. Complainant asks reconsideration. 

No. 26331, Producers Co-operative Commission Association Vs. 
Pennsylvania et al. Complainant: asks reconsideration. 

No. 26503, Darling & Co. vs. C. I. & L. et al. Complainant asks 
for order exactly defining tariff description for inedible meat refuse. 

INo. 26080, Northeast Kentucky Coal Bureau vs. C. & O. West Vir- 
ginia Coal & Coke Corporation, intervener, asks reconsideration, real- 
gument and postponement of effective date of order. 

1. & S. No. 4017, ex-lake grain from Ogdensburg to New Ens- 
land. Rutland Railroad Co. asks extension of effective date of order 
of March 28, 1935, from April 10 to April 20, 1935, in order to allow 
time for preparation of a petition for rehearing, reargument and/or 
reconsideration. 

Finance No. 8776. Construction by Fort Worth and Denver North- 
ern Railway Co. of Two Branch Lines of Railroad in Gray County, 
Texas. Petition of defendant asks for further extension of time within 
which to complete construction of branch line, until July 1, 1936. | 

No. 25690. Cities Service Oil.Co. et al. vs. Alton Railroad. Peti- 
tion for clarification of Commission’s finding so as to include ship- 
ments of gas oil and fuel oil distillate not suitable for illuminating 
purposes, as Well as other refined petroleum products. 

No. 17000, Part 7, grain and grain products within the Wester 
District and for export. Petition of Commander-Larabee Corporation 
et al. for reconsideration. and modification of the report and ordef 
of October 22, 1934. 

No. 26067. Warley Fruit & Produce Co. et al. vs. L. & N. et al. 
Complainant’s petition for rehearing, reconsideration, and/or reargu- 
ment. 

No. 26489. J. B. Hill Grain Co. vs. A. T. & S. F. et al. Petition 
of complainant for reconsideration and modification. 


EFFECTIVE DATE POSTPONED 


In industrial sand cases, 1930, No. 22907, Illinois Silica Sand 
Traffic Bureau, Va., A. C. & Y. et al., and other cases grouped 
therewith, the Commission, on petition of defendants in Trunk 
Line, New England, Western Trunk Line, and Central territories: 
has postponed the effective date of its order to July 1, on nd 
less than thirty days’ notice, the effective date having bee! 
June 1. 
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Loss and Damage Decisions 


Traffic Cases Recently Decided by State and Federal Courts 


(Digeots taken from feat Publ and Digests of National Reporter System, 
ublished by W: ——s Co., St. Paul, Minn. Copyright, 
, by West Publishing Co.) 





CARRIAGE OF LIVE STOCK 


(Supreme Court of Washington.) To make operative pro- 
visions of published tariff permitting limitation of carrier’s lia- 
bility to released valuation, there must be value declared in 
writing by shipper or agreed on in writing as to released value 
of property (Rem. Rev. Stat., Sec. 3673—1). (Wall-A-Hee vs. 
Northern Pac. Ry. Co., 41 Pac. Rep. (2nd) 786.) 

Tariff schedule providing that any person availing himself 
of special baggage car service shall be deemed to have ratified 
special car contract did not permit carrier to limit liability, in 
absence of written declaration of released valuation authorized 
by shippers, as required by statute, since tariff, in so far as it 
attempted to relieve carrier from obligations imposed by statute, 
was void (Rem. Rev. Stat., Sec. 3673—1).—Ibid. 

Person attempting to charge another by third party’s act 
must establish real or apparent authority of alleged agent.— 
Ibid. 

Evidence showed that one left by owners in charge of 
loading horses in baggage car had no real authority to bind 
owners to contract of shipment limiting carrier’s liability (Rem. 
Rev. Stat., Sec. 3673—1) .—Ibid. 

Owners will be bound by stipulation limiting carrier’s lia- 
bility in contract made by agent authorized to deliver goods 
to carrier for transportation (Rem. Rev. Stat., Sec. 3673—1).— 
Ibid. 

Whether Indian casually.in charge of loading in baggage 
car horses owned by other Indians for shipment to fair, who 
owned none of horses, did not bring them to place of lading, 
and shared responsibility with other Indians present, including 
owners of many of horses, had implied agency to represent 
owners in signing contract of shipment limiting carrier’s lia- 
bility for horses held for jury (Rem. Rev, Stat., Sec. 3673—1). 
—lIbid. 

Shipment of horses in baggage car attached to passenger 
train held not “baggage” shipment within statute permitting car- 
rier to limit liability thereon, since term as used in statute is 
confined to articles of personal convenience usually carried by 
passengers for their personal use (Rem. Rev. Stat., Sec. 3673 
—1)—Ibid. 

Horses owned by Indians and shipped for use in Indian vil- 
lage presentation at fair, which were not chiefly valuable for 
breeding, racing, show purposes, or other special uses, held 
“ordinary live stock” within statute prohibiting carrier from 
limiting liability thereon (Rem. Rev. Stat., Sec. 3673—1).—Ibid. 





(Court of Appeal of Louisiana, Second Circuit.) Delivering 
carrier is liable for loss of or injury to property, shipped in 
interstate commerce, from time of its receipt by initial carrier 
until its delivery (Interstate Commerce Act, Sec. 20 (11), as 
amended, 49 USCA, Sec. 20 (11)). (Stinson vs. Yazoo & M. V. 
R. Co., 159 So. Rep. 422). 

Evidence in action against railroad company for loss of 
and damage to horses as alleged result of carriers’ negligent 
handling thereof held to justify trial court’s finding that in- 
juries were not caused solely by horses’ inherent vice, weak- 
hess, or natural propensities and crowding or kicking and gor- 
ing of each other.—Ibid. 





Miscellaneous Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter A 
published by beg Publishing Co., St. Paul, Copyrigh 
935, by West Publishing Ce.) 





REGULATION OF COMMON CARRIERS 


(Superior Court of Pennsylvania.) Fact that an act has 


_ in effect and unchallenged for many years, while not con- 
Uusive, 


is a strong argument in favor of its validity. (James 


The Traffic World 








PAGE 689 











vs. Public Service Commission of Commonwealth of Pennsyl- 
vania, 177 Atl. Rep. 343.) 

Courts should resolve all doubt in favor of the constitu- 
tionality of a statute, since all presumptions are in favor of 
constitutionality.—Ibid. 

It is common knowledge that many individuals carry on 
business under a fictitious name, which includes the word “‘com- 
pany.”’—Ibid. 

Public service company law held not unconstitutional on 
ground that title, which stated that act defined public service 
companies and provided for their regulation and control, was 
misleading and did not clearly express intention to include in- 
dividuals or partnerships, since title was sufficient to put any- 
one having interest in subject-matter on inquiry and contained 
reference to definition of companies incorporated in the act 
(Act July 26, 1913, P. L. 1374; Const., art. 3, Sec. 3).—Ibid. 

Status of “common carrier” is not changed by an occasional 
refusal to perform services for which he is equipped or by fact 
that he does not advertise, and fact that carrier makes written 
contracts with his patrons is not controlling in determining 
whether carrier is “common carrier” (Act July 26, 1913, P. L. 
1374) .—Ibid. 

Evidence sustained finding of Public Service Commission 
that carrier was “common carrier” under act, which provided 
for regulation of common carriers, notwithstanding carrier ad- 
vertised as private carrier (Act July 26, 1913, P. L. 1874; Const., 
art. 3, Sec. 3). 

Evidence disclosed that carrier who operated two trucks 
and two vans was engaged in coal and ice business as well as 
hauling freight in interstate commerce and in intrastate com- 
merce under private contract; that carrier also hauled within 
city as many as eleven loads of household furniture in a day, 
most of which was done pursuant to oral or written contract 
entered into in advance; that carrier advertised for furniture 
moving, but stated that he was prviate carrier and that dray- 
age was by special contract only; that on several occasions he 
had hauled furniture without having seen it in advance; and 
that he had refused hauling jobs, but on grounds that no agree- 
ment as to price could be reached.—Ibid. 

Carrier whose truck licenses were suspended and plates 
lifted by the Secretary of Revenue, after Public Service Com- 
mission had found and certified that carrier had been operating 
as a common carrier illegally, should make direct attack on 
secretary’s order and could not contend, on appeal from com- 
mission’s order, that act under which secretary acted was un- 
constitutional (Act July 26, 1913, P. L. 1874; 75 P. S., Secs. 1171, 
1172).—Ibid. 





(Supreme Court of California.) Rights and liabilities of 
parties to actions involving interstate shipments are governed 
by federal statutes as interpreted by federal tribunals. (New 
York Central R. Co. vs. Frank H. Buck Co., 41 Pac. Rep. (2nd) 
547.) 


Interstate carrier and shipper may contract for prepayment 
of freight charges or payment when goods reach destination, 
payment by shipper in any event or if consignee does not pay 
or for payment by consignee only or by both shipper and con- 
signee (Interstate Commerce Act (49 USCA, Sec. 1 et seq.)).— 
Ibid. 

Mere delivery of goods to carrier for transportation does 
not necessarily import absolute promise by shipper to pay 
freight charges.—Ibid. 


To ascertain contract between shipper and carrier as to 
payment of freight charges, bill of lading, which is both receipt 
and contract, must be looked to primarily.—Ibid. 

Ordinarily, person from whom carrier receives goods for 
shipment is primarily obligated to pay freight charges; shipper 
being presumably consignor and transportation ordered pre- 
sumably on his own behalf.—lIbid. 

Inference of shipper’s promise to pay freight charges may 
be rebutted by showing that shipper did not act for himself 
in ordering transportation, that carrier knew such fact, and 
that parties intended, not only that consignee should pay, but 
that shipper should assume no liability or only secondary lia- 
bility.—Ibid. 

Railroad company’s extension of time for payment of freight 
charges by company to which cars were delivered on shipper’s 
instruction held not violation of clause in bill of lading, pro- 
hibiting delivery until all charges were paid, in view of au- 
thority granted carrier by Interstate Commerce Commission to 
extend time (Interstate Commerce Act (49 USCA, Sec. 1 et 
seq.) ).—Ibid. 

Shipper’s direction after arrival of cars at destination to 
deliver contents to certain company without production of bill 
of lading was exercise of ownership necessarily implying ac- 
ceptance thereof as consignee.—Ibid. 

Receipt of shipment by consignee creates legal obligation to 
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pay freight, whether demanded at time of delivery or later.— 
Ibid. 

Mere direction by consignor or consignee, liable for freight, 
that shipment be carried or diverted “freight collect” or de- 
livered on payment of freight charges, does not relieve him of 
liability.—Ibid. 

Parties to contract for interstate shipment by rail cannot 
waive its terms, nor can carirer, by contract, give shipper right 
to ignore them and hold carrier to different responsibility than 
that fixed by agreement made under published tariffs and 
regulations.—Ibid. 

Unqualified promises of company, shipping freight as 
owner’s agent, to pay freight charges as consignor, consignee, 
or both, made it legally liable for freight.—Ibid. 

No act or omission of carrier, except allowing statute of 
limitations to run, estops or precludes it from enforcing ship- 
per’s obligation as consignor, consignee, or both, to pay freight. 
—lIbid. 

Liability of person, to whom shipment is delivered on con- 
signee’s order, to pay freight, does not relieve consignor or 
criginal consignee from liability therefor—lIbid. 

Carrier’s receipt of consignee’s note for freight charges or 
filing of claim against his bankrupt estate does not relieve 
others liable therefor.—Ibid. 

Carrier’s failure to notify consignor or consignee, liable for 
freight, of nonpayment thereof by one to whom shipment was 
delivered on consignee’s order, does not release consignor or 
original consignee from liability therefor.—Ibid. 

Usage or custom may limit shipper’s and carrier’s liability, 
but cannot be relied on if in conflict with terms of contract. 
—Ibid. 

Neither custom of marketing grapes through agent, ship- 
ping them under bills of lading obligating it to pay freight, 
either as consignor or consignee, carriers’ filing of claim against 
bankrupt estate of company, to which it delivered freight on 
shipper’s instructions, nor its failure to notify shipper of non- 
payment, constituted defense to its action against shipper for 
freight charges.—Ibid. 

Shipper signing straight bill of lading, naming it as both 
consignor and consignee, and expressly obligating consignee 
to pay freight charges, became obligated therefor on default 
of company to which cars were delivered on shipper’s instruc- 
tions.—Ibid. 

Carrier’s continued delivery of shipments to company for 
which they were intended under 24-hour credit arrangement, 
notwithstanding company’s failure to pay freight charges on 
prior deliveries, held not a violation of Interstate Commerce 
Commission’s order allowing 96-hour extension of credit so as 
to give shipper contracting to pay freight charges action for 
damages against carrier (Interstate Commerce Act, Sec. 3, subd. 
2, 49 USCA, Sec. 3, subd. 2).—Ibid. 

Where pleadings did not tender issue of shipper’s right 
to offset damages against carrier’s claim for freight charges, 
and cause was heard and disposed of in both trial and appellate 
courts solely on claimed ground of nonliability, shipper’s right 
to offset damages could not be raised in Supreme Court, not- 
withstanding stipulation of parties that pleadings should be 
deemed amended to conform to proof.—Ibid. 





OGDENSBURG EX-LAKE GRAIN 


So as to give the Rutland Railroad Co. time in which to pre- 
pare a petition for rehearing and arguments in support thereof, 
the Commission, by division 5, in an order, not a report and 
order, has modified its order in I. and S. No. 4017, ex-lake grain 
from Ogdensburg to New England, so that it will become effective 
May 15 instead of April 10. The Rutland opposed the action of 
the Commission in this case in which it said that the spread 
between rates on ex-lake grain between Ogdensburg and Buffalo, 
N. Y., should be narrowed, to destinations in New England. 


INTERTERRITORIAL RATE BASES 


Accepting the Commission’s invitation to express its view as 
to the question involved in Ex Parte No. 116, in the matter of 
interterritorial rate bases, growing out, largely, of class rate 
revisions, the Illinois Commerce Commission has expressed the 
opinion that the Commission and its employes are well qualified 
to construct proper rate scales in the light of the record in indi- 
vidual cases, It therefore contented itself at this time in making 
the following general observations: 


Until such time as greater classification uniformity is obtained in 
the three major classification territories, it is our view that each 
interterritorial rate adjustment must be considered by the Commission 
in the light of all of the circumstances and conditions existing in 
the territories involved, including both the rates and classifications 
governing the rates from all origin points. 

We are not familiar with any one theory of rate making which 
can be adopted and followed by the Commission when prescribing 
through interterritorial rates. 
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We are not familiar with any precise mathematical formula whi, 
- be used as a proper basis for the construction of interterritorjy 
rates. ; 

We do not believe the ‘‘destination classification theory” can safe 
and lawfully be adopted by the Commission as proper when conside. 
ing all through interterritorial rates. ; 

While recognizing the value and convenience of through inte. 
territorial rates as compared with separately published factors, ; 
the form of locals or proportionals, to and from territorial boundap 
lines, through rates should not be established unless such rates py. 
ee aes lawful and equitable rate adjustment for the localiti« 
involved. 


SUSPENDED TARIFFS 


In I. and S. No. 4086, the Commission has suspended fron 
April 10 until November 10 schedules published in supplement, 
Nos. 5, 7, and 8 to F. W. Gomph’s tariff, I. C. C. No. 1189. Th 
suspended schedules propose to restrict stop-off in transit 4. 
rangements to partially unload westbound transcontinental traf. 
fic so as not to apply on paper and paper articles, carloads, 4 
points in Pacific coast territory, except when in mixed carloak 
with certain other commodities, such as printed matter, at, 
higher rate. 


A. C. L. RAILROAD ACCOUNTING 


The Supreme Court of the United States has noted prob. 
able jurisdiction in No. 797, Atlanta, Birmingham & Coas 
Railroad Co. vs. United States et al., thus indicating it wil 
review the case which has been appealed from the federal 
court for the northern district of Georgia. The case involve; 
the validity of the order of the Commission in No. 25170, a. 
counting for capital items (in re Atlantic Coast Line Railroad 
Co. and Atlanta, Birmingham & Coast Railroad Co.), in which 
the Commission prescribed the method whereby the A. B. & 
C. was to take into its accounts the investment made by it 
in the old Atlanta, Birmingham & Atlantic. (See Traffic World, 
Aug. 11, 1934, p. 218.) 


EXPLOSIVES CONFERENCE DOCKET 


The Bureau of Explosives of the Association of American 
Railroads has issued a call for a conference by those interestei, 
to be held at its office, 30 Vesey St., New York, Room 1804, May 
1, at 10 o’clock A. M., for the consideration of amendments pro 
posed to the regulations for the transportation of explosives ani 
other dangerous articles. The docket to be considered then con 
tains, as new matter, proposals for amendments received since 
the conference held May 28, 1934, including items providing for 
the transportation of explosives and explosive compounds not 
heretofore manufactured or shipped in this country or not here 
tofore specifically covered by the regulations. Twenty-one items 
are listed; the proposals being to amend regulations of the Inter: 
state Commerce Commission effective October 1, 1930. 





PENNSYLVANIA ELECTRIFICATION 


Complete electrification of the New York-to-Washington 
passenger service of the Pennslyvania Railroad has been re 
ported to Public Works Administrator Harold L. Ickes. All pas 
senger trains on this run hereafter will be electrically propelled, 
says the PWA, which adds: 


On New Year’s Bve, 1933, Public Works Administrator Ickes and 
the Pennsylvania Railroad officials signed contracts under which 
PWA undertook to loan the railroad approximately $80,000,000 for 
the completion of electrification, manufacturing equipment and other 
construction purposes. The construction and resultant employmell 
was undertaken immediately with the result that approximately 23,)) 
persons received employment throughout 1934 and several thousand 
who might otherwise be idle are still at work. The project was the 
biggest private construction job in the world under way during the 
past eighteen months. 

The first electric through train was run between Washington ani 
New York on February 10, 1935, and the electrified service of pas- 
senger trains has been increased steadily since that time so thal 
now the entire passenger service is electrified, fulfilling a railroad 
ambition over a score of years. Shortly, the road will commence 
reducing the time schedules between the nation’s biggest city an! 
its capital. ; 

Several thousand men still are employed on this PWA projet 
They are completing electrification of yards and terminals for freis!l 
service and building electric locomotives. 

The completely electrified passenger service embraces 639 dal! 
trains of which 191 are through trains and 448 are semiexpress ald 
commuter trains, some of which have motors in each car and ne 
electric locomotive. 

Besides the construction for electrification on the right-of-way, 
seven thousand freight cars and a hundred new electric locomotive 
were built in this PWA project. The freight cars wére finished la‘ 
December and forty of the electric locomotives have been turned oul. 

Most of the employment brought under this outstanding PWA4 
project was of the indirect type with men receiving work in s”0* 
and factories. The railroad reported over 3,000 separate contracts 
were let for construction of equipment and supplying of parts in” 
separate states, giving widespread reemployment where great! 
needed. All the money was loaned on good security. There was. 
outright grant. PWA has already begun to sell the railroad securil! 


accepted on loans at a cash profit to the government. 
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EASTMAN ON RAILROAD POWER 


The Traffic World Washington Burcau 


It is the position of Coordinator Eastman, set forth by him 
in discussing the attitude of the railroads in connection with the 
editorial in the Traffic World of March 30, that the limitations 
of section 7 (b), of the emergency railroad act, concerning the 
level of employment, apply to economies resulting not only from 
acts of the Coordinator, but also to those resulting from the 
impetus given by the government to collective carrier action 
through regional coordinating committees created by that act 
and appointed by him. That is the position he took when he 
interpreted the statute, as quoted by R. V. Fletcher (see Traffic 
World, April 6, p. 643). 

But Mr. Eastman also said that, notwithstanding the limita- 
tion on section 7 (b), it was possible for railroads, by collective 
or joint action, to make economy arrangements notwithstanding 
the limitation, if the labor involved were consulted and arrange- 
ments made that were satisfactory to it. He referred to the ar- 
rangement made by the Baltimore and Ohio and the Pittsburgh 
and Lake Erie, passed on by the Commission in Finance No. 
10630, application of the Baltimore and Ohio to operate under 
trackage rights over the Pittsburgh and Lake Erie between Mc- 
Keesport and New Castle Junction, Pa., a distance of 59.4 miles 
(see Traffic World, February 16, p. 293). 

Under that arrangement it is estimated that there will be 
a saving of $52,000 a year. The employes who were due to be 
displaced under that arrangement were consulted, after their 
unions had objected to the plan. An arrangement was made 
with them whereby the opposition of the labor unions was 
withdrawn. 

Coordinator Eastman said that none of the things referred by 
him to the coordinating committees and, therefore, presumptively 
made impossible of handling by the railroads collectively, because 
of the labor restriction, had to do with economies possible on 
one railroad. Economies of that sort, not having been referred 
to or considered by either the Coordinator or his committees, he 
said, could be made, the labor restriction not applying to them. 

Collective action resulting in economies was approved by 
the Commission in Finance No. 26411, pooling of ore from the 
Gogebic range to docks at Ashland, Wis., and division of earnings, 
on May 1, 1934, almost a year after the emergency act went into 
effect. A pooling arrangement covering passenger service and 
revenue between Duluth-Superior and lake ports and Chi- 
cago-Milwaukee was approved by the Commission June 19, 1933, 
afew days after the emergency law went into effect. That, how- 
ever, was pending at the time the legislation was passed and, 
probably, if the matter had been tested in the courts as a 
result of objection by labor or Coordinator Eastman, the railroads 
desiring to act would have been sustained on the ground that 
they had worked out the plan before either the coordinator or 
his committees could have considered it. 

An iron ore pooling case proposed by the Chicago and North 
Western, the Escanaba, Iron Mountain, and Western, and the 
Chicago, Milwaukee, St. Paul and Pacific is pending before the 
Commission in No. 26903. That is a proposal to pool the ton- 
nage and divide the earnings. 


The trackage arrangement between the Baltimore and Ohio 
and the Pittsburgh and Lake Erie had been referred to the 
coordinating committee and considered by it. Coordinator East- 
man’s legal adviser said it fell in the category of things that 
might not be done collectively on account of the labor level 
provision of the emergency act. There was some disagreement 
on that point among the lawyers but the two railroads handled 
the matter with the labor involved. The railroads persuaded the 
unions to withdraw their opposition so that their plan was ap- 
proved, notwithstanding the labor level provision and considera- 
tion of the arrangement by the coordinating committee and, 
therefore, under the view of the Coordinator’s legal adviser, one 
of the things that could not be done. But, so far as the paper 
work is concerned, if not physically, the arrangement has been 
made, the estimated saving being $1,000 a week. 


Use of the frozen per diem plan as a substitute for the car 
pooling plan suggested by Coordinator Eastman’s staff to prevent 
waste in the hauling of empty cars so as to avoid the payment 
of per diem in accordance with the strict letter of that plan is 
also deemed a bit of collective work the railroads can do without 
unpleasantly encountering the restrictions of section 7 (b), as 
Interpreted by Coordinator Eastman. It is in use to a limited 
extent (see Traffic World, February 23, p. 340). General use of 
the plan, which is believed to have considerably, if not greatly, 
reduced empty mileage, was recommended last summer by the 
seneral committee of the transportation division of the American 
Railway Association. The latter has been superseded by the 
Association of American Railroads. 

; A thought in connection with the matter of economies is that, 
if a railroad is looking for an excuse for not undertaking anything 
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in joint action with a neighbor or neighbors, the interpretation 
placed on section 7 (b), of the emergency railroad transportation 
act, 1933, is right at his hand, notwithstanding that joint action 
has been taken by some, as shown by the instances set forth. 
Another thought is that, even under Mr. Eastman’s interpretation, 
if two or more executives have a desire to do something that has 
been considered by the coordinating committees, the matter is 
not hopeless if the executives are willing to make sacrifices to 
labor to last so long as the emergency act continues or so long 
as the level of employment continues at the low point the act set 
as the standard below which it should not fall by reason of any- 
thing done by the Coordinator. That is so even when it is ad- 
mitted that a reference of a matter to a committee brings the 
action into force to stop action by the railroads, acting jointly. 


Letter of Coordinator 


Following is the letter that has been referred to in this 
discussion sent by Coordinator Eastman to the regional coordi- 
nating committees, August 9, 1933: 


Section 7(b) of title I of the emergency railroad transportation 
act, 1933, contains restrictions on reduction in the number of em- 
ployes in the service of a carrier and in their compensation ‘‘by rea- 
son of any action taken pursuant to the authority of this title.” I 
have expressed the view that these restrictions do not apply to any 
lawful action taken by individual carriers or by carriers jointly which 
does not result from any authority conferred by the act or involve 
the use of any agency or mechanism which it creates, and to this 
opinion I adhere. 

The act provides for the creation by the carriers in each of the 
three regions, east, south and west, of regional coordinating committee, 
and imposes upon these committees the duty of carrying out the pur- 
poses of the act with respect to the avoidance of waste and prevent- 
able expense, ‘“‘so far as such action can be voluntarily accomplished 
by the carriers.’’ These committees have been created. 

It appears, however, that in each region the carriers have also 
created a general committee which is separate from the regional 
coordinating committee, and that the duties of these general com- 
mittees are much the same as those which the act imposes upon the 
regional coordinating committees, i. e., to search out means of avoid- 
ing waste and preventable expense and promote voluntary action by 
the carriers to this end. The plan seems to be that these general com- 
mittees shall function independently, and tlat the projects which 
they consider shall not be brought to the attention of the regional 
coordinating committees or of the coordinator unless voluntary action 
by the carriers proves impossible. This is with the thought, I take 
it, that any economies which the carriers may be able to accomplish 
in this way with the help of the general committees will not be sub- 
ject to the labor restrictions of section 7(b). 

The general committee in each region heads an organization, 
made up of a number of sub-committees, which impresses me as 
being splendidly designed for a comprehensive search after waste 
and preventable expense, so far as they were localized with'n a 
given region. My regional directors have been freely informed in 
regard to the program of these committees, and I commend it. It 
will, of course, take some considerable time to complete the survey, 
but with the diligent and aggressive work which I am sure can be 
anticipated, it can be finished well within the time limits of the act. 

There i: one aspecf of this matter, however, which disturbs me. 
It seems obvious that there would have been no object in having two 
sets of committees designated for much the same purpose, except 
for the labor restrictions of section 7(b). Nor is the independence of 
the general committees convincing. The regional coordinating com- 
mittees are made up of fifteen of the leading railroad executives of 
the country. That they are out of touch with the general committees 
and do not concern themselves with what those committees are doing 
can be true only in theory. 

I agree that it was not the intent of section 7(b) to interpose 
obstacles to economies which carriers might be able to accomplish 
in ordinary course of management. On the other hand, it was clearly 
the intent that the labor restrictions should apply to economies re- 
sulting, not only from action by the coordinator, but also from the 
impetus given by the government in the emergency railroad trans- 
portation act, 1933, to collective carrier action through the agency 
of the regional coordinating committees which the act created.* An 
arrangement by which such regional coordinating committees are 
formed and then the activities for which they were designed are 
entrusted to another and ostensibly independent set of general com- 
mittees has the earmarks of a device to avoid the provisions of 
section 7(b). 

I know that the general committees were instituted prior to the 
passage of the act, or trace their lineage to committees which were 
So instituted. But this was in anticipation of the legislation which 
finally emerged as the emergency railroad transportation act, 1933, 
and it seems clear that these committees would, but for the provisions 
of section 7(b), have been merged with and in the regional coordinat- 
ing committees. 

It is, of course, important that entire good faith should be main- 
tained with the President and Congress, whose will is reflected in 
section 7(b), and that anything which savours of evasion should be 
avoided. From this point of view, I can not escape the conclusion 
that projects for economy which are found to require consideration 
by committees representing the carriers of any region collectively 
should be handled as the act contemplated that they would be han- 
dled, namely, through the agency of the regional coordinating com- 
mittees, and not through general committees which are understudies 
or substitutes therefor. 

With a view to accomplishing this result, I deem it my duty 
now to refer to the Regional Coordinating Committees for investi- 
gation and report all projects within their respective regions which 
are embraced under certain general heads listed in the appendix 
hereto. They cover matters which, as my regional directors have 
found, the general committees are now investigating or propose to 
investigate. They do not include projects which may be undertaken 
by individual railroad systems in ordinary course of management, 
but are confined to projects which require coordinated action by 
two or more separately operated carriers. Nor do they includ 
projects which have been consummated, or those which are about 
to be consummated under arrangements which have been completed. 
The object which I seek to achieve is that the Regional Coordinating 
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Committees shall assume the leadership and responsibility which the 
Act intended that they should assume, and take charge of the 
general committees, 

Two things may be said of economies in railroad operation and 
management which involve reduction in railroad employment. From 
a long-range point of view I am fully persuaded that it is essen- 
tial to the welfare of railroad investors, of railroad labor, and of 
the country generally that the railroads should be operated with the 
utmost possible economy. Otherwise they cannot ultimately pro- 
vide the service and charge the rates which they must be able to 
provide and charge if they are to meet successfully the competitive 
and like economic conditions by which they are and will, in increas- 
ing measure, be confronted. 

From a short-range point of view, there is another aspect to the 
matter. The couatry is now engaged in a great and concentrated 
effort to pull itself out of the mire of depression by increasing em- 
ployment, lifting purchasing power, increasing production, and sus- 
taining it through the force of greater consumption. At such a 
time it may be well that projects for economy at the expense of 
labor should be postponed, so that they may not in any way con- 
flict with or imperil the supreme effort toward recovery which the 
nation is now making. Such a postponement need not and should 
not prevent the survey and search for all possible economies in rail- 
road operation, consistent with good service, upon which we have 
embarked, and I have every confidence that the results of this: en- 
deavor will eventuate to the benefit of all concerned. It may be, 
also, that certain projects can, with advantage, be undertaken sub- 
ject to the restrictions in the labor clause, and that these restric- 
tions will permit the economy to be realized gradually. 

It is perhaps unnecessary to say that the matters which I am 
now referring in general terms to the Regional Coordinating Com- 
mittees are by no means all that I shall refer. There are other 
important matters, which my organization is now studying or will 
later study, and which I shall refer to the committees in due course 
as soon as concrete plans can be developed. These projects either 
do not involve reduction in railroad employment, or cannot be ac- 
complished without the help of the Coordinator, or are so country- 
wide in scope that they are not at all likely to be made effective 
through the general committees. 


Appendix 


Projects for Joint Action by Two or More Separately Operated 
Carriers 
Unification of Facilities, including 

1. Unification or joint use of terminal facilities, particularly at 
the larger terminal centers, but also at the smaller common, points. 
Terminal facilities include, among others, yards, team tracks, stations 
(both passenger and freight), ticket offices, accounting offices, gen- 
eral offices, telegraph facilities, freight houses, icing facilities, round 
houses, lighters and tugs, warehouses, docks, elevators, coal-piers, 
and produce terminals. 

2. Unification or joint use of shops, including among others, 
back shops, engine terminals, and other places where repairs are 
made, 

3. Unification or joint use of other facilities, such as tie-treating 
plants, stone-crushers, ballast pits, quarries, power plants, store- 
houses, scrap and reclamation yards, etc. 


Unification of Service 


1. Arrangements for the consolidation or pooling of traffic or 
train service, freight or passenger. 

2. Arrangements for the consolidation or pooling of other forms 
of service. 

= Discontinuance of unduly circuitous or otherwise uneconomical 
routes, 

Note.—Projects which have been consummated are not to _ be 
included, nor projects for the consummation of which arrangements 
have been completed. 


FLETCHER SUPPORTS EASTMAN VIEW 


Editor The Traffic World: 

I am grateful to you for publishing in your issue of April 6 
my letter with reference to your editorial of March 30 entitled, 
“No Alibi for the Railroads.” I have read the editorial com- 
ment as contained in your issue of April 6. You say in that 
editorial, among other things: 





_ We print elsewhere a discussion of this matter by R. V. Fletcher, 
vice president and general counsel of the Association of American 
Railroads, received just at the time of going. to press and, therefore, 
too late for extended comment. We may point out, however, that 
Mr. Fletcher rests on the Coordinator’s interpretation of the law, 
as Mr. Fletcher understands that interpretation, though it disagrees 
with the interpretation the railroads at first entertained. Why 
should they accept anyone’s interpretation but their own? * * * * * 
Of course, we agree that, in so far as subjects are considered by 
the regional coordinating committees set up by the railroads as a 
part of the Coordinator’s machinery, they are subject to the juris- 
diction of the Coordinator and the emergency act, but, if the rail- 
roads made a mistake in setting up these committees or were forced 
into doing it against their will, why not abolish them and proceed 
on their own, if they think they are being hampered by the Co- 
ordinator, or why not evolve some other way of doing things than 
through the coordinating committees? 


I am afraid that, in my letter of April 3, I failed to explain 
this matter in a way which could be readily understood. You 
say, in that part of the editorial which I quote above, that the 
railroads should have abolished the committees, meaning, evi- 
dently, the regional coordinating committees. These commit- 
tees, however, are created by the ‘emergency railroad transpor- 
tation act; they are the creatures of the statute and can be 
abolished only by act of Congress. Section 3 of the act reads: 


_ . At the earliest practicable date after the Coordinator shall have 
initially designated such groups, three regional coordinating com- 


mittees shall be created, one for each group, and each committee 
shall consist of five regular members and two special members. 
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The law contains elaborate provisions for selecting th 
committees and their duties are defined in section 5 of th 
act. As long as the act remains in effect, therefore, these cop, 
mittees cannot be abolished nor their functions curtailed. 


You suggest that, if the activities of the railroads are hay, 
pered by the Coordinator, they should evolve some other way 
for doing things than through the coordinating committees, | 
call your attention, however, to the fact that this is precise) 
what the railroads attempted prior to Mr. Eastman’s instructioy 
or orders on the subject. In the statement issued by the () 
ordinator, which I enclosed with my letter of April 3, he points 
out that the railroads had undertaken to organize what he calk 
general committees ein order that economies might be brough 
about through collective action in a way which would not jp 
volve the provisions of the law. It was this method of handling 
the matter which Mr. Eastman, by his order, prohibited. 


You suggest that this order of Mr. Eastman’s should hay 
been ignored upon the ground that he was not justified unde 
the law in taking such action. I call attention, however, t 
the provisions of the emergency act, which authorized the 
Coordinator to bring to the attention of the coordinating con. 
mittees any matter which, in the opinion of the Coordinator, 
should be handled by such committees in the public interest, 
The act clothes him with authority to bring within the scop 
of the act any matter which canbe handled only by joint action 
and which would have a tendency to accomplish the purposes 
of the law, these purposes being to encourage and promote or 
require action on the part of the carriers by avoiding unneces. 
sary duplicaton of services and facilities, permitting the joint 
use of terminals, controlling allowances, and avoiding waste; 
and preventable expense. The Coordinator’s letter clearly shows 
that, when he was informed that the railroads were proceei 
ing through agencies other than the coordinating committes 
to effect economies, he withdrew such matters from the private 
agencies which the carriers had created and placed them under 
the coordinating committees, thereby subjecting them to all the 
provisions of the law, including the labor provisions. That this 
is the correct construction of the Coordinator’s action is made 
very clear by a letter which Mr. Eastman addressed to the 
executive secretary of the Southern Regional Coordinating Com- 
mittee at Atlanta, which letter bears date of August 21, 1933. 
I am attaching for your information a copy of.this second let 
ter. You will observe that the railroads constituting the south 
ern group were inclined to challenge the Coordinator’s con- 
struction of the law, upon grounds somewhat similar to those 
which you suggest. Mr. Eastman says, however: 


I take it, therefore, that the Coordinator can, by undertaking the 
investigations of any projects within the purposes of the act and 
requesting the regional coordinating committees to report upon such 
projects, bring them within the range of the labor restrictions of 
the act. 


I think the Coordinator was correct in his construction of 
the law in this respect. In other words, when he discovered 
that the railroads were investigating the possibilities of econ- 
omy through joint or coordinated action he had the power to 
order an investigation of that particular project and thereby 
apply the provisions of the law to it. Mr. Eastman continues: 


This being my view of the law, I was confronted, upon inquiry 
into the situation, by the fact that the carriers in each region had 
organized for collective action, in line with the purpose of the act, 
in a way which seemed to be designed to evade the intent of Con- 
gress and the President as embodied in the labor restrictions. . This 
situation was fully described in my communication of August 7. 
While I had myself opposed the labor restrictions prior to thei! 
enactment, it seemed to me imperative that the utmost good faith 
should be observed with respect to them, and it, therefore, became 
necessary for me to consider how to proceed with that end in view. 
Whether or not the plan which the carriers were following would, 
in strict legal effect, relieve any voluntary action thereunder from 
the labor restrictions it seemed unnecessary to decide. Instead ! 
deemed it wise, and it was the purpose of my communication 4 
August 7, to bring various projects within the range of the labor 
restrictions by requesting the regional coordinating committees 
report upon them. 


Again Mr. Eastman says: 


While I could see the objections which might be raised to the 
rather broad reference of projects to the regional coordinating com- 
mittees which was finally embodied in my communication of Augusi 
7, it seemed to me that these objections were outweighed by tht 
future advantages to all concerned of a policy which perhaps well 
to extremes in an attempt to maintain good faith with Congress an 
the President, and also by the immediate conditions brought about 
by the general crusade of the administration for reemployment and 
increased purchasing power of the people of the country. 


I am not taking issue with Mr. Eastman’s views. I am only 
explaining the reasons why it was clearly impossible for thé 
railroads, under the provisions of the law and the action of 
the Coordinator, to ignore the labor clauses and effect ecol 
omies by agreements in the way you suggest. Every project 
involving coordination or consolidation of facilities or practice 
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has its principal promise of economy in reducing labor cost and 
unless that element enters into the plan nothing of substance 
can be accomplished. 

I note what you say in your latest editorial as to alleged 
inconsistencies in the statements of the President of the asso- 
ciation. I do not agree with the statement that Mr. Pelley has 
in any Way contradicted himself or that his position is incon- 
sistent. The Association of American Railroads, as the pre- 
amble to its plan of organization indicates, was organized to 
improve railroad service, to maintain the integrity and credit 
of the industry, and to accomplish all ends which may be 
brought about by concert of policy and action. The Association 
of American Railroads would have been organized, in my 
opinion, however much a barrier to coordinated action the 
emergency act presents. Those who are interested in its activ- 
ities hope that it will fulfill a useful function whatever may 
be the type of legislation which Congress adopts for the regu- 
lation of the railroads. In so far as your editorial deals with 
the statement by Mr. Pelley that the railroads can achieve self- 
help through the machinery of the association, it is clear that 
the disappearance of the emergency act would enable this self- 
help to be accomplished in a manner much more satisfactory 
than it can be done with the handicap which the emergency 
act presents. 

R. V. Fletcher, 
Vice President and General Counsel, A. A. R. 
Washington, D. C., April 9, 1935. 


With all due deference to Mr. Fletcher, for whom we have a 
high regard, we venture to point out that he is somewhat loose in 
his language. In the first place, as we have shown elsewhere, he 
refers to a certain letter of Coordinator Eastman as an ‘‘order.”’ It 
was not an order, as we view it. In the second place, he says we 
said that the railroads should have abolished the regional coordinat- 
ing committees set up under the emergency transportation act. We 
did not say that. The part of our editorial he quotes shows that 
we merely asked why they did not abolish them, and we made that 
suggestion only as an alternative to evolving some other way of 
doing things. Perhaps what we said was capable of the construc- 
tion that we thought the railroads could abolish them, but we do 
not think so, as we have also made plain elsewhere. 

For the rest, Mr. Fletcher’s letter is an able statement of the 
case—from the Coordinator’s point of view. Not only do ~we not 
agree with it, but we could wish that the railroads, to the extent 
that they are represented by Mr. Fletcher’s letter, were not so 
anxious to prove that somebody has their hands tied. We have also 
elsewhere paid our respects to this attitude*—Editor The Traffic 


World. 
TRAFFIC CLUBS 


Editor The Traffic World: 

We read with interest your editorial in the March 23 issue 
of the Traffic World, “Traffic Clubs.” We have read the several 
letters in connection with this editorial which you published in 
your April 6 issue. In particular, we refer to the letter from 
the Columbus Transportation Club. 

The Anderson Traffic Club was organized about a year 
later than the Columbus club but without any knowledge of the 
eligibility requirements for membership in the Columbus club. 

Article III, of our constitution and by-laws, as originally 
adopted at the time of organization and still in effect, reads 
in part as follows: 

Membership Qualifications.—Any person of good moral character 
residing in Madison County, who is engaged in transportation busi- 
ness of any kind, or who is engaged in any business which in its 
normal conduct requires the shipping or receiving of merchandise, 
or who, by reason of his interest in transportation problems, may 
in the opinion of the governing body of the club, be of service to 
the club in achievement of its general objective, shall be eligible 
for membership in this organization. 


During our almost nine years of existence we have been 
approached many times with demands from some railroad or 
trucking officials that they be admitted to membership in our 
club. Many more times we have been complimented for our 
attitude toward out-of-town railroad, etc., officials and traveling 
men and we believe the majority of them sincerely appreciate 
the fact that they need not contribute dues or assessments to 
a club in a town where they are not located and from which 
they can derive very little for the money which they might 
think they would be forced to spend. 

_ We have always felt that non-resident members, as allowed 
i a number of traffic clubs, when accompanied by the payment 
of dues, was a very polite holdup for the benefit of the club’s 
treasury and nothing else. 
J. W. Peters, Secy., 
Anderson, Ind., April 8, 1935. Anderson Traffic Club. 


PROPOSED LEGISLATION 
Senator Wheeler, of Montana, has introduced S. 2511, a bill 
to Promote the safety of employes and travelers on railroads 
by providing for inspection and investigation of conditions pre- 
vailing in train-dispatching offices and for the promulgation of 
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necessary rules and regulations governing the working condi- 
tions of train dispatchers. 

Representative Mead, of New York, has introduced H. R. 
7268, a bill to amend the railway labor act to bring carriers by 
air and their employes under the act. 


TRANSPORT LEGISLATION 


The Traffic World Washington Burcau 


Encouraged by the action of the Senate interstate commerce 
committee in ordering favorably reported the Eastman highway 
transportation regulation bill, as amended by the committee, 
Coordinator Eastman was hopeful this week that Congress would 
act at this session on his transportation legislative program. He 
believed that, particularly, there probably would be action on 
the highway bill. 

Unless either the President or the congressional leaders, or 
both, however, put the proposed transportation legislation in the 
“must” list for this session, old observers of congressional pro- 
cedure take the position that the legislation will not materialize 
at this session. It is generally conceded that President Roosevelt 
could pave the way for action if he would tell the Democratic 
leaders in the Senate and the House that he wanted transporta- 
tion legislation at this session. 

Committees may hold hearings on bills and favorably report 
them but, unless the few members in each branch of Congress 
who exercise the veto power over what major legislative pro- 
posals may be brought up put their O. K. on proposed measures 
—that is, with a view to getting them through—the bills do not 
get through. Of course, where general pressure for action on a 
measure becomes strong enough, as in the case, for instance, of 
veterans’ bonus legislation, the leaders throw down the bars, 
even though they may be opposed to it. Such pressure is not 
expected to come from “the ranks” with respect to transportation 
legislation. 


SHORT LINE RAILROAD AFFAIRS 


The Trafic World Washington Burcau 


W. A. White, president of the American Short Line Railroad 
Association, has submitted his resignation to the board of direc- 
tors of that organization effective June 30. The resignation was 
tendered at the April meeting of the directors. Mr. White, who 
has been president for two years, having been chosen to fill the 
vacancy caused by the death of Bird M. Robinson, is returning 
to the position he quit to come to Washington—that of vice- 
president and general manager of the Yosemite Valley Railroad. 
H. W. Purvis, receiver and general manager of the Georgia & 
Florida, is being mentioned as successor to Mr. White. He is 
one of the directors of the association. 

The board also adopted resolutions in respect of the vacancy 
on the Commission caused by the failure of President Roosevelt 
to reappoint Commissioner Farrell or name anyone in his place, 
endorsing Moultrie Hitt, one of the organizers of the Southeastern 
Short Line Railroad Association, a predecessor of the American 
Short Line Railroad Association. The resolutions also express 
opinions as to the composition of the Commission. The board 
also decided that the annual meeting of the association should 
be held at New Orleans in October, the date to be chosen here- 
after. 

After whereases setting forth reports as to the Farrell 
vacancy, that arguments were being made for the appointments 
to the Commission so as to give representation to represent 
transportation over highways, by waterways and airways “be- 
cause the present Commission is made up of men who already 
are ‘railroad-minded,’ whatever that may mean,” the directors 
in the name of the association adopted resolutions, divided into 
general and specific, as follows: 


General 


First—We endorse the basic principle that no one should be 
appointed to the Interstate Commerce Commission as the partisan 
representative of any special class, of any special region, or of any 
particular political party or organization, but that men of broad 
vision, free from sectionalism, should be selected who will act ac- 
cording to the law and the evidence for the general good of our 
common country, but we nevertheless regard it as fair and desirable 
that the Interstate Commerce Commission should be balanced, as 
far as possible, with members of that type from each of the several 
geographical districts and traffic sub-divisions of the country, with 
actual first-hand knowledge of the requirements and needs of the 
respective regions from whence they come; 

Second—We also endorse as obviously desirable, all other things 
being equal, that appointees to the Interstate Commerce Commission 
should be qualified, as much as possible, with previous knowledge 
and practical experience in or of common carrier transportation in 
some field or fields of interstate commerce; 

Third—That, however, if future appointees to the Commission 
are to be made of men qualified by special experience in any special 
fields of transportation, it is hereby pointed out and declared that 
the short line railroads of this country constitute such a distinct 
field of transportation, in which no present member of the Commis- 
sion has been qualified by experience, that it is just as much entitled 
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as are either the highways, the waterways, or the airways to have 
on the Commission an appointee otherwise qualified who has actual 
experience with and knowledge of their special problems and needs; 


Specific 


Fourth—That we commend the excellent record of the Hon. 
Patrick J. Farrell for his services as a member of the Interstate 
Commerce Commission and extend to him our highest regard and 
best wishes for many years of continued public usefulness, and here- 
by declare that if it can be found consistent for the government to 
make an exception to its policy. for the retirement of its servants 
who have earned a rest after long years of devoted service, and 
again appoint Mr. Farrell, it will be entirely acceptable to this asso- 
ciation because of our knowledge and respect for the conscientious- 
ness, uprightness, integrity, and ability which he has always mani- 
fested in the discharge of his duties; 

Fifth—That we also recognize the justice and righteousness of 
appointing to the Commission a member from the tier of_south- 
eastern states along the south Atlantic and Gulf ports from Norfolk 
to New Orleans who are not now so represented, provided only that 
such appointee shall be otherwise qualified according to the general 
principles by these resolutions endorsed; . 

Sixth—And without disparagement of or prejudice to any other 
candidate or candidates we hereby endorse and commend to the 
consideration of the administration Mr. Moultrie Hitt of Georgia as 
one who satisfactorily meets the specifications of principles herein 
declared; ; 

Seventh—That a copy of this resolution be promptly transmitted 
by the president of this association to the President of the United 
States, to the Secretary of the Department of Commerce, to the 
Federal Coordinator, and to the chairmen of the congressional com- 
mittees on interstate commerce. 


INVESTIGATION OF RAILROADS 


In favorably reporting Senate resolution 71, authorizing the 
Senate interstate commerce committee to investigate the rail- 
roads, Senator Wheeler, chairman of the committee, informed the 
Senate that, while it was not the intention of the committee to 
cast suspicion on the financial structure of the railroad industry. 
it was felt that there were of record sufficient indications of mis- 
management of financing in some systems to warrant proceeding 
in the inquiry. Reference was made to the preliminary hearings 
on the resolution held by the committee. Continuing, Chairman 
Wheeler, in part, said: 


If, as is hoped, these practices have been confined to only a few 
roads, confidence in railroad credit as a whole should be strengthened. 
If these practices have been more or less widespread, it is in the 
public interest that the facts be brought to light so that safeguards 
may be erected. 

The purpose of the resolution is to give Congress and particularly 
this committee an idea of the extent to which financial control of the 
railways has contributed to their perennial difficulties before the rail- 
ways embark on another period of reorganization in which the public’s 
stake and the government loans will be squeezed out. The current 
depression has demonstrated how clearly railroad management and 
railroad finance affect the entire American public. To bolster up the 
railroads, the United States government, already subject to severe 
financial burdens, has had to loan a number of railroads close to half 
a billion dollars, and the hearing brought out the fact that while 
$70,000,000 have been repaid, $50,000,000 are now in default. Indi- 
eations are that before it gets through, the government will have to 
make additional large loans to some roads. 

In addition to the government money in the railroads, there are 
the investments of insurance companies and savings banks—in other 
words, the investments of the millions of policyholders and depositors 
in these institutions. 

While the short hearing that was held was in no sense a part of the 
investigation itself, testimony was given showing flagrant abuses in 
the field of railroad financing. These abuses involved several roads 
operating quite extensive mileage, and of the financial interests which 
participated in some of these abuses are shown to have been connected 
also with the financing of all of the major railroad systems of the 
country. 

It was clearly brought out in the hearing that the Interstate Com- 
merce Commission does not have adequate authority to deal with 
situations involving financial abuses. To illustrate, Commissioner 
Mahaffie testified on page 118 of the hearing that the Commission 
had no access to the books of the investment bankers. Such bankers 
for one railroad purchased 275,000 shares of stock in another rail- 
road—the one-third on their own account, they disposed of at a sub- 
stantial profit, while the rest was held by the railroad at a loss. This 
transaction was not entered on the books of the railroad company, 
and the Commission did not learn of it in time to prevent it. 


A letter from the president of one railroad read at the hearing 
complained to the chairman of its board, a nominee of the bankers, 
that the enforced policy of cutting down maintenance work by 50 
per cent was causing an unsafe condition of the road and that as many 
as 25 broken rails were found in one day. 


_ , It is the intention of the committee to use as fully as possible all 
information presently available, including past hearings before con- 
gressional committees. The committee will fill in whatever gaps may 
exist in order to present a true picture of the whole situation. Full 
cooperation of the Coordinator, of the Interstate Commerce Commis- 
sion and the Reconstruction Finance Corporation is assured and will 
be utilized. It is expected that both the ground work and the hear- 
ings can be carried on during the recess of the Congress. 

The committee does not feel that it is in a position, with the 
existing cloud hanging over railroad credit and without having the 
background which this resolution will afford, to help the railroad 
industry in its effort to obtain the credit necessary to assure its future 
in the field of transportation. The resolution appears necessary and 
it has the support of the Coordinator, Commissioner Mahaffie, Chair- 
man Jones, Dr. Beard, and the representatives of certain security 
jaca Accordingly it is recommended that the resolution be agreed 
Oo. 

The resolution as originally introduced appropriated the sum of 
$10,000. This amount was changed in the committee to $25,000. This 
was the only amendment made to the resolution in committee. 








PREVENTING GOVERNMENT OWNERSHIP 
(Continued from page 682) 

will be reduced to such a state that the entire recovery 
program will be in jeopardy,” he says, in transmitting his 
suggested communication. “Help, apparently, is not ty 
come from the New Deal and railroad industries yijlj 
have to act promptly to protect their own interests. En. 
phatic and prompt protests must be sent to senators and 
congressmen in Washington. These protests might follow 
any of the following forms providing they are rewritten 
so that all will not appear in the same wording: 


Telegram—Request that you recognize impossibility of recoy. 
ery without railroad prosperity. Believe it is time that railroad 
investors be given some consideration. Why is administration 
bent on ruining all railroad investments? Demand action fron 
you as representative of my district where 50 per cent of ow 
prosperity is dependent upon railroad industry. 


Paragraph for letter—Railroads have been reformed before 
but there is no need to ruin their credit today. If you feel that 
it is necessary to ruin railroads, railroad investments, and rail. 
road investors as part of the administration policy, then, perhaps, 
this letter is merely a futile gesture. There should be enough 
intelligence in Washington, however, to recognize the railroads 
have no way of gaining sufficient revenue to meet all of the ip. 
creased expenses placed on the industry by the administration 
which promised that it would help the railroads and not hurt 
them. There is apparently no help coming but, as my representa. 
tive, you must be aware of the fact that the people in our com. 
munity depend upon the service the railroad performs, the labor 
it provides and the purchases it makes. For God’s sake, oppose 
this iniquitous and stifling attitude in Washington today! Give us 
all a chance to survive—we can’t hold out much longer! 


Ten-ward telegram—Demand that legislative attacks on rail- 
roads be stopped. Your constituents trust that someone in Wash- 
ington must know that, without railroad prosperity, the recovery 
plans are futile. 


CHICAGO TRAFFIC COUNCIL 


The traffic council of the Chicago Association of Commerce 
April 8 appointed a committee to begin work toward a uniform 
motor truck classification. First efforts will be in conjunc 
tion with the Central Motor Freight Association, with the pos- 
sibility that the Illinois Highway Users’ Conference will co- 
operate. Walter Hayes, Sears, Roebuck and Company, is chair 
man of the committee, with the following assisting: L. E. Munt- 
wyler, Montgomery Ward and Company; C. G. Nelson, John F. 
Jelke Company; P. W. Mackey, Western Shade Cloth Company; 
W. H. Ott, Kraft-Phoenix Cheese Company, and O. L. Foxbog, 
General Candy Company. 

After discussing the~Commission’s Ex Parte 116, the in 
terterritorial rate case, the council voted to file a brief and the 
following committee was appointed to prepare it: Mr. Hayes; 
E. O. Stecker, Stewart-Warner Corporation; Fred Holland, 
Standard Oil Company; J. W. Robb, Cudahy Packing Company; 
Mr. Ott; A. E. Sicilia, Silberman and Son; S. L. Felton, Acme 
Steel Company, and H. P. Kahl, Sprague, Warner and Com- 
pany. 

Reports were made on the Commission’s divisions in Ex 
Parte 115 and the Economy coal case and on store door pick 
up and delivery developments. 

Members were urged to study the proposed changes in Rule 
10 of the Consolidated Classification, and to appear to express 
their views at the hearing in Chicago, April 23. 


CAR SURPLUS REPORT 


The average daily surplus of freight cars in the period March 
1-14, inclusive, was 305,143 cars, according to the Association 
of American Railroads. It was made up as follows: 


Box, 162,205; ventilated box, 850; furniture, 24,336; total box, 187, 
391; flat, 12,143; gondola, 42,527; hopper, 25,923; total coal, 68,450; 
coke, 723; S. D. stock, 23,161; D. D. stock, 4,186; refrigerator, 7,960: 
tank, 432; miscellaneous, 697. 


Canadian roads reported a surplus of 16,662 box, 704 furni- 
ture, 1,389 flat, 704 gondola, 422 S. D. stock, 362 refrigerator. 
and 492 miscellaneous cars. 
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Principles of Freight Traffic 


Seventh of a Series of Sixteen Articles by G. Lloyd Wilson, Professor of Commerce and Trans- 
portation, University of Pennsylvania, and Chairman of the Committee on Education and 
Research, Associated Traffic Clubs of America—Construction of Freight Tariffs 


the chiefs of tariff bureaus of individual railroads or by 

the tariff publishing agents for the joint account of several 
or a number of railroads, must be constructed according to the 
provisions of the interstate commerce act and in full conformity 
with the rules and regulations promulgated by the Interstate 
Commerce Commission. The present effective rules are found 
in Tariff Circular No. 20.’ 

Since freight tariffs are the published price lists of the 
carriers for their services, made available to the public and 
filed with regulatory commissions in the manner prescribed by 
law, it is necessary, in discussing their construction, to start 
with the fixing of the rates by the carriers. The schedules of 
rates or charges are determined by the carriers, sometimes as a 
result of requests by shippers or consignees for rates; checked 
by the rate departments of the carriers; submitted to the traffic 
associations in the form of rate proposals; and passed on by the 
carriers’ representatives, acting through the traffic associations, 
or established on definite notice by the independent action of the 
interested carriers on definite notice, if the other carriers in the 
traffic associations cannot agree on the rates proposed. 


EF REIGHT tariffs, whether issued individually or jointly by 


Preparation for Filing 


The recommendation advices or otherwise designated author- 
izations to publish rates are received by the general freight de- 
partments of the carriers from the traffic associations of which 
they are members, after the proposals have been acted on favor- 
ably. The authorizations are filed as permanent records and a 
copy of each is sent to the tariff bureau of the road or agent to 
be included in the next supplement or reissues of the effective 
tariffs or in a new tariff issue. If the changes are extensive or 
of great general importance, new tariff or supplements are issued 
as rapidly as the data can be prepared and the issues are printed 
at once; otherwise, the changes in rates, rules, or regulations are 
held a reasonable time awaiting the publication of new supple- 
— reissues, or new tariffs embracing these changes and 
others. 


Before the changes are made, copies of powers of attorney 
or concurrences are received by the publishing carrier or agent 
from other roads included in the application of the tariffs. These 
documents are filed with the Interstate Commerce Commission. 
Copies are retained by each road giving the power to publish 
the rates, rules, or regulations and copies are sent to the rail- 
roads, freight associations, tariff bureaus, or agents publishing 
the tariffs. The interstate commerce act provides, in this con- 
nection, that the names of the several carriers parties to any 
Joint tariff must be specified in the tariffs. Each of the carriers 
parties to any joint tariff, other than the carriers publishing 
them, is required to file with the Commission evidence of having 
concurred in the tariffs or of accepting them as binding as may 
be required or approved by the Commission. When evidences 
of concurrences or approvals in such form is filed with the 
I. C. C. it is not necessary for the carriers filing them to file 
copies of the tariff in which the carriers are named as parties. 
State regulatory commissions with which tariffs applicable 
in connection with intrastate traffic are filed have substantially 
Similar tariff publication requirements enforced in connection 
with tariffs filed with them. 


Tariff Publishing Power of Attorney 


A carrier wishing to authorize an individual to publish and 
file tariffs for its account must “make, constitute, and appoint” 
the person as its agent by filing with the Commission in inter- 
state commerce or with the respective state regulatory commis- 
sions in intrastate commerce, a power of attorney in prescribed 
form authorizing the person to act as the true and lawful at- 
torney and agent for the company to file tariffs, classifications, 
and exception sheets and amendments to these tariffs in its 
name, place, and stead. The power of attorney grants to the 
agent full power and authority to act in behalf of the company 
and ratifies and confirms the acts done by the agent in the law- 
ful discharge of his duties, and the carrier granting the power 
of attorney assumes full responsibility for the “acts and neg- 
lects” of its duly appointed attorney and agent. 


V———e 
‘Interstate commerce act, section 6, paragraph (6). 
"Interstate commerce act, section 6, paragraph 4. 


The power of attorney may be limited or restricted with 
respect to the period of time for which the authority is granted; 
the traffic included in the authority; or the territory to, from, 
or between which the agent has authority to publish rates or 
charges. 

Concurrences 


Carriers wishing to participate in tariffs published by other 
carriers or by tariff publishing agents are required to file con- 
currences with the regulatory commissions. By so doing they 
become parties in the joint rates, routes, and charges published 
and filed by others to the extent indicated by the concurrences. 

Concurrences, like powers of attorney, are formally executed 
by the designated officers of the carriers for whose account 
they are issued. The originals of the authorizing documents are 
filed with the regulatory bodies and copies are deposited with the 
carriers or agents in whose favor they are drawn. Copies are 
retained also by the carriers issuing them as permanent records 
of the authorization conferred. 

The tariffs of joint rates and charges applicable in interstate 
commerce are required by the interstate commerce act to specify 
the names of the carriers parties to the joint tariffs and each 
carrier other than the one filing the tariff must file with the 
Commission evidence of concurrence or acceptance required or 
approved by the Commission. The distinction between the con- 
currences and power of attorney forms may be summarized 
briefly as follows: 


or is the power of attorney granted to appoint a tariff publishing 
agent. 
FX2 is a form of concurrence used in concurring in a specific 
tariff issued by another carrier or agent. 
is a concurrence used to participate in rates applying via 
and to, but not from, points on concurring line. 
FX4 is a form of concurrence in rates applicable on specific types 


of traffic, 

FX5 is a concurrence used to participate in rates published to, 
from and via lines of concurring carrier. 

FX6 is the form of concurrence used to participate in rates ap- 
plying via and to points on line of participating carrier, but not from 
points on participating carrier’s line. 

FX7 is the concurrence granted to agents or joint agents in tariffs 
publishing rates applying via, as well as to and from, points on the 
line of the participating carriers. 

FX8 is the form of concurrence granted to assent to rates applic- 
able to all traffic except coal and coke from points on other lines to 
a defined territory on the line of the concurring carrier. 


Revocation of Powers of Attorney and Concurrences 


Powers of attorney endowing individuals with the authority 
to issue tariffs applicable in interstate commerce for the accounts 
of railroads may be revoked by filing notice with the Interstate 
Commerce Commission sixty days in advance of the date of 
revocation. The powers of attorney may, moreover, be trans- 
ferred from one individual to another by filing notices of the 
transfer with the Commission and revoking the powers of at- 
torney granted the former agents at the same time new powers 
of attorney are executed and filed with the Commission. 

If transfers are made in this fashion, concurrences of the 
carriers parties to the joint rates and charges may be trans- 
ferred from the old to the new agent by the filing of properly 
executed forms of transfer with the Commission, if identically 
the same carriers grant concurrences to the new agents as to 
the old. If, however, there are any changes in the lists of car- 
riers for which the agents are to publish tariffs, the concurrences 
issued to the preceding agents must be cancelled and new ones 
executed in favor of the new agent must be filed with the Com- 
mission. 

Concurrences to tariffs in interstate traffic may be revoked 
by filing with the Commission notices of revocation not less than 
sixty days and serving copies of the revocation notices with the 
carriers to which the concurrences were given, The revocation 
notices must specify the dates on which the revocations are to 
become effective so that the full thirty days’ notice may be 
given in connection with the tariffs that contain the changes. 

Sixty days’ advance notice must be given not only to the 
Commission, but also to the carriers to whom the concurrences 
were originally given. The mere filing of notices with the Com- 
mission and the carriers publishing the tariffs does not con- 
stitute valid revecation sufficient to change the lawful applica- 
tion of the rates affected in the revocation. Corresponding revi- 
sions of the tariffs must be made in the next supplements to 
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or revisions of the tariffs. If necessary, supplements or reissues 
must be made solely to make the changes lawfully effective on 
statutory notice on the effective dates stated in the notices of 
revocation.’ 

The minimum period of sixty days for revocation of concur- 
rences required by the Commission’s rules is necessary to enable 
the carriers to make the changes in time to have them become 
effective on thirty days’ notice required by law for changes in 
rates. The changes must be made in tariffs filed with the Com- 
mission with the thirty days’ advance notice, in order to be 
legally effective. 


If revocations are filed by participating carriers withdraw- 
ing concurrences, giving notice of the prescribed period, from 
rates named in tariffs published by other carriers, the respon- 
sibility rests on the carriers publishing the tariffs to make the 
changes. If the carriers that have issued the tariffs fail to 
amend the tariffs in’ accordance with the instructions contained 
in the revocation notices, they are liable for the error to the 
carriers whose orders have not been executed. If the changes 
contained in the revocation result in increases in rates, the 
carriers failing to make the changes are liable to the revoking 
carriers for the amounts which should have been collected. Ship- 
pers or consignees cannot be charged more than the rates or 
charges contained in the lawfully filed tariffs. These are the 
lawful rates and charges and the only ones that can lawfully 
be used. The carriers that have given revocation notices in the 
form prescribed by the Commission are relieved of any respon- 
sibility to protect the old basis of rates after the expiration of 
the period of sixty days. 


If carriers issue tariffs containing rates applicable in connec- 
tion with traffic to or form points on other lines or via other 
lines without having obtained the proper type of concurrence 
or without having obtained any. concurrence at all, the respon- 
sibility is theirs. The carriers shown as participating carriers 
that have not given concurrences are not bound nor permitted to 
protect the rates quoted. The tariffs are not lawful and cannot 
be protected. If the carriers issuing tariffs use limited con- 
currences in such ways as to broaden the scope of these grants 
of authority, they are also liable. The carriers that are deprived 


Form Prescribed for a F'X2 Concurrence 
FX2 No. 
Canceled FX2 No. 


(Corporate Name of Carrier) 
(Post Office Address) 


TO THE INTERSTATE COMMERCE COMMISSION, 
Washington, D. C.: 
This is to certify that the (corporate name of carriers) 
assents to and concurs in the publication and filing of the 
freight rate schedule described below, together with supple- 


ments thereto and successive issues thereof, which the named 
issuing carrier or its agent may make and file, and hereby 


makes itself a party thereto and bound thereby, until this au- 
thority is revoked by formal and official notices of revocation 
filed with the Interstate Commerce Commission, and sent the 
carrier to which this concurrence is given. 


Title and number: (Description of title of schedule, includ- 
ing number and name of series) 


Date of issue: 

Date effective: 
Issued by: 

curred in.) 


(Corporate name of carrier issuing tariff con- 


(Corporate Name of Carrier) 





of their proper revenues through any abuse of their right to 
concur or refuse to concur in joint rates are not obligated to 
assume any of the burden. In fact, they are in duty bound to 
refuse to apply the rates quoted in the illegal tariffs and may 
look to the carriers exceeding their powers in publishing the 
rates to reimburse them for the difference between the rates on 
whieh the traffic moved and the amounts that would have been 
collected had not the improperly issued tariffs been issued and 
filed. 
Effective Dates 


Changes in rules, regulations, or rates made by the roads 
through tariffs prepared by their individual tariff bureaus or 
tariff publishing agencies do not become effective immediately. 
The finished tariffs are checked by the clerks of the tariff 


3Interstate Commerce Commission, Tariff Circular No. 20, Rule 26, 
paragraphs (c) to (k), 
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bureaus for accuracy and legality and are then sent, afte 
review and approval by the responsible officers of the agencjg, 
or of the carriers, to the state commissions’ bureaus of tarift 
or to the tariff bureau of the Interstate Commerce Commission, 


Ordinarily, the issues or supplements are sent several day, 
in advance of the dates shown on the face as the dates y 
publication and the effective date is shown as thirty days afte, 
the date of publication. Special tariffs issued to correct erro 
or to meet emergency needs for changes may be published to 
become effective on shorter notice, if the application for shorte 


| 
—_-—_—_—- kk _c 


The Form Prescribed for a Power of Attorney 


MD MNS. ab asdiean ecu 
Cumeets FAL INO. cies cccccee 
(Corporate Name of Carrier) 
(Post Office Address) 
SE Wd a oe neases Ka docanee 


KNOW ALL MEN BY THESE PRESENTS: 


A ne (Corporate name of carrier).........., 
has made, constituted, and appointed and by these presents 
does make, constitute, and appoint 


(Name of principal agent appointed)........... its 
true and lawful attorney and agent for the said Company, and 
in its name, place, and stead, (1) for it alone, and (2) for it 
jointly with other carriers, to receive concurrences in, and to 
file freight rate schedules and supplements thereto, as required 
of common carriers by the Interstate Commerce Act and by 
regulations established by the Interstate Commerce Commis- 
sion thereunder, for the period of time, the traffic, and the 
territory now herein named: 


BpG the a0lG 22sc0vKs (Corporate name of carrier) ........ 
does hereby give and grant unto its said attorney and agent 
full power and authority to do and perform all and every act 
and thing above specified as-fully, to all intents and purposes, 
as if the same were done and performed by the said Company, 
hereby ratifying and confirming all that its said agent and 
attorney may lawfully do by virtue hereof, and assuming full 
responsibility for the acts and neglects of its said attorney and 
agent hereunder. 

And further: 


iy 4 (Corporate name of carrier) ........ has 
made, constituted, and appointed and by these presents does 
make, constitute and appoint as alternate (name of alternative 
agent appointed) its true and lawful attorney and agent, for 
said Company, and in its name, place and stead, (1) for it 
alone and (2) for it jointly with other carriers, in case and only 
in case of the death or disability of the said (name of prin- 
cipal agent) to do and perform the same acts and exercise the 
en as hereinabove granted to (name of principal 
agent). 


IN WITNESS WHEREOF, the said Company has caused 
these presents to be signed in its name by its .................. 
President and to be duly attested under its corporate seal by 


BOE anc absk wis uk 66S See a orks Secretary at 
Rese nae ae a ae , in the State of 
Ee eT ee ee 5 OE TE: i otivsce 
(Corporate Seal) OOP WE iictccesinus , in the year of our 


Lord nineteen hundred and........... 


(Corporate Name of Carrier) 

rare ee ee ere es ‘ 

MD nwhéateNecdecanusdees President. 
earth need ania see euemueind , Secretary. 





periods of time are specifically approved by the state commis 
sions or by the Interstate Commerce Commission, respectively. 


The Simplification of Tariffs 


The Commission is authorized further to make suitable rules 
and regulations for the simplification of schedules of rates and 
classifications and to permit the filing of amendments or changes 
in any tariffs of rates, fares, charges, or classification without 
filing complete tariffs or classifications that are not changed, 
if, in the judgment of the Commission, the publication of changes 
in this way is not inconsistent with the public interest.‘ 


‘Interstate commerce act, section 6, paragraph (3). 





MERCHANDISE WAREHOUSING CODE 


The code authority for the merchandise warehousing wade 
has asked NRA approval of amendments to the code proposed 
to bring the offering of services of the trade within the defini- 
tion of the trade; slightly revise the weekly wage maintenance 
provision; prohibit the employment of persons under 18 years 
of age at hazardous occupations; and require provisions for the 
safety and health of employes. 

Suggestions or objections concerning the proposed amend: 


ments must reach Deputy Administrator C. P. Clark, 802 Carry 
Bldg., Washington, D. C., before April 24, 1935, 
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OCEAN SHIPPING DEVELOPMENTS 


The Traffic World New York Bureau 


USINESS in general in the full cargo trades has been some- 

what slower in the last week, with the possible exception of 
the trans-Atlantic sugar trade, which produced a sizable list of 
fxtures, and the time charter market, in which inquiry for ton- 
nage outside of the West Indies market was reported. 

The grain trade was lifeless with no fixtures materializing. 
Shipments of grain from South America to United States and 
Canadian ports also slackened. 

In addition to the usual West Indies time charters, one ves- 
sel of 2,659 net tons was engaged for a trip in the River Plate 
trade, delivery St. Lawrence, redelivery River Plate at 70 cents 
for early May loading. Otherwise, no long voyage charters of 
interest developed, though inquiry indicated that business was 
available. 

A few more scrap iron fixtures developed, including a vessel 
of 1,111 net tons from the North Atlantic range to Ardrossan at 
12s 6d or 12s 9d if two loading ports, for April loading. Another 
was a 2,670 net ton steamer from the North Atlantic to the 
Danube at $3.35 f. i. o. for May loading. 

No coal fixtures developed, outside of a few West Indies 
cargoes. There were no lumber fixtures. 

There was considerable activity in the chartering of tankers 
from California. Among the fixtures to Japan were two dirty 
vessels, one of 13,000 tons for two voyages at 10s 6d for June- 
July loading and one of 4,930 net tons, also for two voyages at 37 
cents for July loading. A motorship of 10,000 tons took a clean 
cargo at 11s 6d with options for May-June loading. From Cali- 
fornia to United Kingdom-Continent a 9,000-ton clean vessel took 
a cargo at 16s for May. Fixtures from the Gulf included a dirty 
vessel of 8,500 tons to Port de Bouc 12s 3d for April-May loading, 
and a motorship of 3,663 net fons, dirty, to Montreal, for late 
April loading. 

Shipping and port interests and naval representatives ap- 
peared at a hearing in New York before Lieut Col. J. W. N. 
Schultz, engineer in charge of the First Army District, to ask 
improvement of Buttermilk Channel, between Governor’s Island 
and Brooklyn. An increase in the width of the channel from 
500 to 1,200 feet was urged. 

The Port of New York Authority presented a report on a 
field survey it had made among eighteen steamship companies, 
six industrial plants, and four marine associations, to show that 
the proposed improvement would aid in the quick and safe han- 
dling of vessels docking along the channel, and would provide a 
deep channel to by-pass Diamond Reef Channel if the latter were 
obstructed. Other witnesses who supported the proposal in- 
cluded Eugene F. Moran, representing the Maritime Association 
of the Port of New York; Captain Robert A. White, U. S. N.; 
L. H. Porter, director of operations of the Munson Line; Albert 
B. Hager of the Brooklyn Chamber of Commerce; and L. W. 
Smith, manager of the New York Towboat Exchange. 


Moore and McCormack, Inc., operators of the American 
Scantic Line, announce that they have signed a contract with 
the Amtorg Trading Company, Soviet government representative 
in the United States, to handle all Soviet shipping matters at 
New York and all other ports in the United States, effective im- 
mediately. Moore and McCormack will replace the Am-Derutra 
Transport Corporation, a subsidiary of Amtorg. Robert C. Lee, 
Vice-president of the American company, which operates in the 
trade between New York and Baltic ports, hailed the arrange- 
ment as a step in the direction of reciprocal shipping agreements 
with other nations. His company, he said, would enter and clear 
all Soviet tonnage, arrange for berthing, attend to loading and 
discharging, and handle all other matters for which a ship’s agent 
is responsible. The American Scantic Line’s vessels are handled 
at Russian ports by Sovtorgflot, a Soviet agency. 

Mr. Lee also announced that his company had applied to 
the Shipping Board Bureau for a construction loan for rebuilding 
of two of its freighters to convert them into modern passenger- 
cargo vessels. The cost of the work will be about $1,400,000. 

A survey of the North River waterfront with a view to re- 
Placing the piers between Twenty-third and Forty-second streets 
has been undertaken by the New York Department of Docks, 
Dock Commissioner John McKenzie told members of the Foreign 
Commerce Club of New York April 10 at a dinner held to cele- 
brate Port of New York Day. The work, he said, would supple- 
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ment the $28,000,000 pier development already in progress. Mr. 
McKenzie said this was the reply of the Port of New York to 
rival ports which have succeeded in diverting much commerce 
away from New York in recent years.° 

Other speakers included Bernard S. Deutsch, president of the 
Board of Aldermen, speaking in place of Mayor LaGuardia, who 
had been called to Washington on business, and Rudolph Reimer, 
Commissioner of Immigration and a commissioner of the Port of 
New York Authority. Members of the mayor’s committee on port 
development, recently appointed to carry out a campaign to in- 
crease commerce through the Port of New York and combat at- 
tacks on its commerce by rival ports, attended as guests of 
honor. During the day all ships in the harbor displayed bunting 
and sounded a three-blast salute on their whistles at noon, and a 
fireboat gave a display off the Battery at noon. 


EASTMAN WATERWAY BILL 


The Traffic World Washington Bureau 


On behalf of nine steamship lines, Edward P. Farley, chair- 
man of the board of the American-Hawaiian Steamship Co., one 
of the lines, has submitted a brief to the Senate interstate com- 
merce committee in support of the Eastman waterway bill. The 
other lines are the Atlantic, Gulf & West Indies Steamship Lines, 
the Eastern Steamship Lines, Inc., the Grace Line, the Interna- 
tional Mercantile Marine Co., Inc., the Luckenbach Steamship Co., 
Inc., the Merchants & Miners Transportation Co., the Munson 
Steamship Line, and the Philadelphia & Norfolk Steamship Co. 

In the brief the arguments that have been made for and 
against regulation as proposed by Mr. Eastman are outlined. The 
statement is made that the principle involved in the bill is not 
new; that it is an extension of regulation to cover water carriers 
now only partially regulated. 

“This bill is of disinterested origin, prepared by the Federal 
Coordinator of Transportation and advocated by him,” says the 
brief. “It proposes to give the steamship operator reasonable 
compensation for service rendered, and give the shipper regular 
service at fair and established rates. The maintenance of these 
conditions is of vital interest to the public, for without the for- 
mer, adequate service cannot be maintained, and without the 
latter, American business is forced to operate under an unneces- 
sary handicap.” 

Discussion in the brief of arguments that have been advanced 
against regulation follows: 





(a) Opposition to Any Extension of the Government’s Regulatory 
Activities 


Much opposition has been expressed to the regulation of water 
transportation of the country, not necessarily on the merits or 
demerits of the proposal but on the belief that the government 
should stay out of business and should not regulate business or at 
— should not extend its regulatory activities beyond those already 
in force. , 

There is no extension of government in business when it under- 
takes to regulate a public service. There can perfectly legitimately 
be held the view that there should be no government regulation 
or that, if there must be some, it should be limited to those pub- 
lic services that experience has already shown to require regula- 
tion and it should not be extended to any others. Some people, 
no doubt, view any extension of the principle of regulation as but 
a step to the gradual building up of a still greater bureaucracy with 
government ownership as the eventual result. 

Without going into the justice of this view, it can be pointed 
out that we have today, regulation of national banks, of public 
utilities, of the railroads, and to a very limited extent of shipping, 
and the view is pretty generally held that the complete elimination 
of the regulation that now exists would bring much greater harm 
than benefit. 

Under regulation wherein the rates are established and uniform, 
there will be at least as many ships in the trade as can be operated 
at a profit and the experience of the past ten years has indicated 
that there will always be more ships in the trade than can be op- 
erated at a profit. With fixed rates the competition becomes one 
of service and unless the rates should be fixed at so low a level as 
to prevent profitable operation, there seems no basis for doubting the 
adequacy of service or the sufficiency of competition. 

A further objection to government regulation that is some- 
times raised is in regard to the reports and records which would 
be called for by the governing agency. It is feared that the keep- 
ing of those records would be burdensome and expensive. Yet the 
opinion seems to be generally held by the coastwise steamship 
lines operating. under the Interstate Commerce Commission that the 
reports called for are not burdensome and do not involve any great 
cost, 


(b) Fear That Regulation May Result in Stifling of Competition 


Fear that coordinated regulation of all forms of transportation 
under one control would destroy, or neutralize, the advantages of 
one in the interest of maintaining the others, would seem to be 
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without justification. The object of coordniated regulation is to 
provide a competition of service between various carriers in one 
form of transportation, and also competition between the various 
forms, each in the field its natural advantages best enable it to 
serve. It can be pointed out that regulation provides for the initia- 
tion of the rate structure by the carriers themselves, and no form 
ef transportation which is able to quote rates enabling it to make 
a reasonable return, should be afraid that the regulatory body 
would require it to quote rates serving the purposes of another 
form of carrier, since a procedure of this sort on the part of the 
Commission, besides defeating the purposes of the bill, would be 
unlawful, 


(c) Opposition to Control by Interstate Commerce, Commission 


Besides those who object to any form of government regula- 
tion, there are steamship Owners who are specifically opposed to 
steamship control by the Interstate Commerce Commission. It 
has been said that the task of regulation of railroad, water and 
highway transportation is too ambitious a project to be handled by 
a single agency. It has been suggested that the mass of work 
undertaken would prevent the Commission from making its rulings 
and decisions with necessary promptness. It has been said that the 
Commission is “railroad minded,” and hence not a fit agency to 
be entrusted with shipping. And other comments have been made 
which indicate a lack of confidence in the Commission. However, 
no evidence has been produced which would tend to discredit the 
work of the Commission or show that the Coordinator was guilty 
of an error in judgment in recommending it as the proper agent 
of regulation if reorganized as recommended by him. 

A final objection is that the passage of this bill would put 
too much power into the hands of the Commission. But it is 
obvious that regulation is not practicable, unless adequate power 
is given to the regulatory body. The Commission must have ade- 
quate authority or no effective regulation is possible. Opposition, 
therefore, to giving this power to the Commission is merely general 


opposition to regulation in principle. 


(d) Fear That Result of Regulation Would Be Higher Rates t6 
Shippers 


The proposed bill corrects the situation in which the carriers 
find themselves, namely, that they are prevented by law from 
charging high rates which might be justified by a temporary con- 
dition, but they are given no protection against an unduly low 
rate structure which may result from unfair competition. It is 
not difficult to see why a particular locality or shipper may oppose 
any regulation by the government which would result in a higher 
rate than might be enjoyed if there were no regulation, but if 
such regulation only permits the elimination of rates which are 
unreasonably low, then it would appear that his opposition is not 
well founded, if the subject is approached with a view of fair- 
ness to both carrier and shipper. The shipper who now enjoys 
protection from unduly high rates can hardly in justice deny a 
reciprocal protection to the _ carrier merely because he wishes to 
preserve a temporary rate advantage. fb . 

After all, under regulation, rates are initiated by the carriers 
and only the exceptional rate is acted on by the Commission and, 
where necessary, disallowed as being too high or too low. This is 
clearly pointed out by the Supreme Court decision in the case of 
Arizona Grocery Co. vs. Atchison, Topeka & Santa Fe Railway Co., 


in which it said: 

“| the Act [Interstate Commerce Act] thus created a legal 
rate, it did not abrogate but expressly affirmed, the common-law 
duty to charge no more than a reasonable rate, and left upon the 
carrier the burden of conforming its charges to that standard, 

ee that Act [Interstate Commerce Act] did not take from 
the carriers their power to initiate rates—that is, the power in the 
first instance to fix rates, or to increase or reduce them. 

7: 4 So long as the Act continues in its present form, the 
great mass of rates will be carrier made rates, as to which the Com- 
mission need take no action except of its own volition or upon com- 
plaint.”’ 


(e) Unnecessary in View of Regulation Permitted Through Conference 


Some of the opponents of the bill objected to it on the ground 
that it was not necessary, as all proper regulation was now per- 
mitted through voluntary conferences, and further the view was 
expressed that if the steamship lines with the power given them 
under the Merchant Marine Act to act under conferences, did not 
solve their own problems, it was their own fault and they were not 
entitled to any other relief. 

The authority for the maintenance of conferences without com- 
ing under the restrictions of the Sherman Anti-trust Act is un- 
doubtedly of the greatest importance to all steamship operators. 
However, experience since the war has demonstrated that voluntary 
conferences cannot be maintained continuously. Conferences are 
formed and last for a period until some member drops out or vio- 
lates the rules or some new operator not a member enters the 
trade. In either case the result is the same. A dissenting mem- 
ber or a non-member cuts rates or gives special privileges not given 
by the conference. The only recourse open to the conference mem- 
bers is to meet such rates and adopt such practices or lose their 
trade. This cycle, once begun, results in competitive whittling 
away of the rate structure until the losses to all lines become so 
burdensome that a new conference is formed as a lesser evil than 
the unrestricted competition. In other words, conferences have 
proved temporarily helpful but in the long run ineffective and there- 
fore they cannot be offered as a solution of the problem, 


(f) That the Shipping Board Bureau Already Has Authority to 
Regulate the Shipping Industry 


The Shipping Board Bureau has not exercised such authority 
nor has it claimed to have this authority except possibly under 
the Intercoastai Act of 1933. If the Shipping Board Bureau already 
has the authority to adequately regulate shipping, then the passage 
of the bill would no more than clarify it, and the statement that 
such authority already exists can hardly be seriously offered as an 
objection to the passage of the bill. 


(g) Objection to Regulation of Be ma Carriers Engaged in Foreign 
rade 


Witnesses opposing these provisions represented the owners of 
foreign tramp tonnage. It was their contention that the authority 
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delegated in the proposed bill might be used by the regulatoy 
agency to eliminate tramp operations which are used largely to meg 
the demands of unusual movements of freight which the liner serpy. 
ices cannot adequately handle. 

The regulatory authority granted to the Commission in the pr. 
posed bill represents a transfer of existing authority from the United 
States Shipping Board Bureau and in addition thereto, an enlarge. 
ment of those powers which the Shipping Board’s experience ha; 
proved to be necessary to the effective regulation of carriers in fop. 
eign commerce. Under the present conference system, Stability o 
rates has not been attained, because of the practice, by lines po; 
members of the conference, of quoting rates less than those esta). 
lished by the conference so as to attract traffic which otherwi 
would move via conference lines. 

The opponents of this section have based their opposition 4, 
the fear that the rulings of the commission would be injurious 1, 
the shipper, a fear which would seem to be without any founda. 
tion in reason or experience. It is unreasonable to believe tha 
any commission, having in mind the public interest, would so exer. 
cise this authority as to unduly restrict the commerce of the Uniteg 
States and thereby defeat the very purpose for which the authorit 
was granted. ; 

It has also been said that the enactment of these provisions 
would violate treaty obligations of the United States and their ep. 
forcement by the Commission would promote reprisals on the part 
of other nations. The Commission under this act is given power 
to extend its regulatory supervision of foreign trade to the exten; 
that such can legally be done. There is no reason to assume jy 
advance that the Commission would either overstep its legal bounds 
or take action which would injure American shipping by leading t 
foreign reprisals. 


‘h) Opposition to Commodity Clause 


Strong opposition has been expressed to the operation of the 
so-called commodity clause and to the prohibition against dual opera- 
tion except with the Commission’s consent. These objections have 
come principally from representatives of industries which are als» 
engaged in water transportation, both as common and private car. 


riers, and frequently also as contract carriers. It is not proposed 
to eliminate the industrial carrier. It is felt, however, that such 
operation is not in the public interest when used as a means to 


bring about unfair competition, either with common carriers in the 
same trade or with others engaged in the same industry. The pro- 
posed legislation should provide such control over industrial car- 
riers as will prevent their being able to take an unfair advantage 
of the common carrier. 


(i) Objection to Inclusion of Wharfingers 


The regulation of wharfingers, to the extent engaged in inter- 
State and foreign commerce, would, it is believed, add to the effec- 
tiveness of regulation. It is felt, however, that the extent to which 
such parties are engaged in interstate and foreign commerce, requires 
very careful definition and that to be effective, control must be 
exercised over public and private wharfingers alike. We wish to 
make it clear, however, that in our judgment, the main purposes of 
the act can be accomplished through the regulation of the carriers 


and that, although the regulation of wharfingers would also be 
beneficial, it is not essential to the main purposes sought to be 
accomplished. 


Regulation of shipping in. foreign commerce as proposed 
in S. 1632, the Eastman waterway bill, is opposed by Isbrandt- 
sen-Moller Co., Inc., in a statement submitted to the Senate 
interstate commerce committee by James W. Ryan. Reference 
is made particularly to section 224 (b) and (c), section 224 
being that which deals with regulation of rates, fares and 
charges of carriers in foreign commerce. 

On behalf of the protesting company, stated by Mr. Ryan 
to be one of the largest of the non-conference steamship lines, 
Mr. Ryan said he earnestly called attention to the fact that 
enactment of the provisions referred to “will mark the end of 
independent competition in foreign shipping from the United 
States,” and that “such a result is clearly contrary to the pub 
lic interest of the United States and prejudicial to American 
shippers and exporters.” 

Mr. Ryan referred to the report of the Alexander commit: 
tee of Congress made before enactment of the shipping act of 
1916 and said that committee rejected recommendations for 
filing of rates and observance thereof, in foreign commerce, 
and that Congress, in the act of 1916, had carefully refrained 
from giving the Shipping Board any power to fix rates in for- 
eign trade. 

It is contended by Mr. Ryan that, under (c) of section 
224, a subsidy is in effect provided for shipowners “by fixing 
minimum freight rates to be charged by all water carriers in 
foreign trade and giving members cf the ‘conference’ or shipping 
combine the exclusive privilege of instituting proceedings ‘al- 
leging the charging of any unreasonably low rate, fare or charge, 
by any carrier or carriers subject to this part.” 


IMPROVEMENT OF WATERWAYS 


Allotment of waterway funds have been announce by the 
War Department as follows: St. Andrews Bay, Fla., $50,500 for 
bulkheads; St. Francis River and tributaries, Ark., and Mo. 
$50,000 for emergency flood protection; Absecon Inlet, N. J. 
$186,000 for dredging; Hudson River channel, N. Y., $18,000 for 
dredging; Mobile Harbor, Ala., $15,000 for dredging; Raritan 
River, N. J., $21,000 for dredging; and $60,000 for operating and 
care of locks and dams, Allegheny River, Pa. 
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FOREIGN TRADE ZONES 


Rules and regulations under which applications may be filed 
for permission to establish foreign trade zones in ports of tne 
United States under the foreign trade zone act of June 18, 1934, 
will be promulgated soon by the Foreign Trade Zones Board 
and the Treasury Department. Other than the preparation of 
these rules and regulations there has been no action under the 

t. ‘ 
. The members of the Foreign Trade Zones Board are Secre- 
iary of Commerce Roper, chairman; Secretary of War Dern and 
secretary of the Treasury Morgenthau. There is an interdepart- 
mental committee on foreign trade zones composed of Dr. C. T. 
Murchison, director of the Bureau of Foreign and Domestic 
Commerce, Department of Commerce, chairman; Eli Frank, Jr., 
chief counsel, Bureau of Customs, Treasury Department; Brig. 
Gen. George B. Pillsbury, assistant chief of engineers, War De- 
partment; Thomas E. Lyons, acting chief, transportation division, 
Bureau of Foreign and Domestic Commerce, secretary. 

As explained at the Department of Commerce the act ap- 
proved June 18, 1934, is only enabling legislation permitting 
public and private corporations to establish such zones. The 
initiative is left to the locality; and upon the corporation, public 
or private, receiving the grant are imposed all risks and costs 
of operation, including customs-service costs resulting from the 
assignment to the zone of the necessary customs officers and 
guards required under the act. i 

Goods may be brought into a foreign trade zone, under the 
act, from a foreign country, stored in the zone and later re- 
shipped to another foreign destination without customs duties 
applying to them. Under the United States act, the goods, how- 
ever, may not be manufactured or exhibited in the zone area. 

Government officials administering the act apparently desire 
that those who contemplate establishing such zones shall be 
fully informed as to what they may expect before they commit 
themselves to such an undertaking. Director Murchison, in an 
address recently, sounded a note of caution in that respect (see 
Traffic World, March 30, p. 596). 

Inquiries relative to establishing zones under the 1934 act 
have been received from officials and others in the cities of 
Hoboken, N. J., Elizabeth, N. J., New York City, N. Y., Staten 
Island, Borough of Richmond, N. Y., Poughkeepsie, N. Y., 
Jamaica, N. Y., Beacon, N. Y., Newark, N. J., Philadelphia, Pa., 
Pittsburgh, Pa., Galveston, Tex., Houston, Tex., Ponce, Puerto 
Rico; San Juan, Puerto Rico; San Diego, Calif., Brownsville, 
Tex., Port Arthur, Tex., Tampa, Fla., Key West, Fla., Jackson- 
ville, Fla., Miami, Fla., Brunswick, Ga., Honolulu, Hawaii; Los 
Angeles, Calif., Portland, Me., Boston, Mass., Mobile, Ala., 
Astoria, Ore., Portland, Ore., Providence, R. I., Norfolk, Va., 
Seattle, Wash., Vancouver, Wash., and Wilmington, Del. 

Officials in charge of administration of the act say it is not 
possible to estimate the cost of establishing foreign trade zones 
in ports of entry of the United States as the condition as to size 
of zone, type and extent of facilities, and character of commerce 
are not known. It is pointed out, however, that the free port of 
Stockholm, with a total area of about 126 acres, was constructed 
by the city of Stockholm at a cost of $8,040,000, while the free 
port of Copenhagen, with 128 acres, cost approximately $3,800,- 
000. The free port of Bilbao, Spain, with 38 acres, cost approxi- 
mately $380,000. 


RIVER AND HARBOR BILL 


The Trafic World Washington Bureau 


The House has passed the bill authorizing work on rivers and 
harbors and the measure will now be considered by the Senate. 
The projects approved in the bill, if the money is later provided 
for them, will cost several hundred million dollars. 

Speaking in support of the bill, Chairman Mansfield, of the 
committee on rivers and harbors, said there were in the trans- 
portation system about 3,000,000 miles of public roads and high- 
Ways, improved and unimproved; 250,000 miles of railways and 
about 15,000 miles of rivers having a greater or lesser degree 
of improvement for navigation. 

“Of these different systems of transportation,” said he, “the 
Waterways have the lesser maintenance cost per ton of freight 
handled. The cost of maintaining all our harbors and improved 
rivers is about $25,000,000 per annum, which represents a cost 
of about 3% cents per ton of commerce. The cost of maintain- 
Ing the railways ranges from one billion to two billion per annum, 
as approved by the Interstate Commerce Commission. This rep- 
resents a cost of about $1.50 per ton of freight handled. The cost 
of maintaining our public roads and highways is estimated at 
about $161,000,000 annually, as borne by the states. The cost 
to the federal government for maintaining federal-aid highways 
IS estimated by the Bureau of Public Roads at $40,000,000. We, 
of course, have no reliable estimate of the amount of traffic han- 
dled over our highways.” 
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Chairman Mansfield said that, with few exceptions, the major 
projeets covered by the bill were already under construction 
with emergency funds. 

The total estimated cost of the projects authorized in the 
bill as reported from the committee was $272,132,172, of which 
$58,067,499 had been provided already from PWA funds. 

“There is a real and urgent need for the passage of this 


bill,” said Chairman Mansfield. “It will preserve the legal status 
of the projects initiated under the emergency program and per- 
mit them to be maintained in the future from annual appropria- 
tions.” 


WATER LINES ASK INCREASES 


Steamship lines operating on the Atlantic coast and lines 
operating between the Atlantic and Gulf ports have asked the 
Shipping Board Bureau, Department of Commerce, for permis- 
sion to make increases in their own freight rates in a fashion 
similar to the authority granted to the railroads by the Com- 
mission. Their application pertains only to their own rates. 
The Commission’s permission in ex parte No. 115 allows in- 
creases in joint rail-and-water rates, which are subject to its 
jurisdiction, in the manner and to the extent of the permission 
granted to the railroads. 

As to freight moving in carload quantities the carriers by 
water ask permission to make an increase amounting to 7 per 
cent in most cases and in specific amounts on designated com- 
modities, subject to a maximum increase of five cents a hun- 
dred pounds. 

As to freight moving in less-than-carload commodities the 
carriers by water desire to make an increase of 10 per cent but 
not more than the amounts which will be stated in a table of 
proposed rates, graded in such a way that no increases will 
apply on short haul traffic. Their desire is to continue the 
present relationship between the rates of carriers by water 
and the carriers by railroad. 

Agent W. J. Sedgman, of the Atlantic Freight Bureau, has 
petitioned the Shipping Board Bureau for permission to file 
emergency charges tariff, effective April 18, on the rail-and-water, 
and rail-water-rail traffic, between North Atlantic Coast territory 
and Southwest, increasing the rates generally the same amount 
in cents as applied by the railroads in their emergency tariff. 

Mooremack Gulf Lines, Inc., seek to increase their coastwise 
rates between North Atlantic and Gulf ports on the following 
plan: Effective April 25, they have ‘iled supplements arbitrarily 
increasing rates on many commodities. If the emergency charges 
effective April 18 are less than their April 25 proposed increases, 
they will not apply the emergency charges; otherwise they will, 
and the emergency charges in such cases to be applied to their 
rates in effect prior to any increases. 


RIVERS AND HARBORS CONGRESS 


Appointment of the committee on resolutions for the annual 
convention of the National Rivers and Harbors Congress, to be 
held in Washington May 2 and 3, has been announced by Frank 
R. Reid, of Illinois, president of the organization. The committee 
is headed by Representative William J. Driver, of Arkansas, as 
chairman, and is composed of one member from each state, 
territory and island possession of the United States. 

The committee will meet May 1, immediately preceding the 
convention, for consideration of general matters relating to 
waterways. Individual projects will be considered by the projects 
committee of the Congress, which will also be in session in 
advance of the convention, but the resolutions committee is 
expected to formulate a general program for presentation to 
the convention calling for a comprehensive development of the 
nation’s water resources, the protection of water transportation, 
and the establishment of a definite policy by the federal gov- 
ernment for flood control, according to the organization. 


WATER CARRIER AGREEMENTS 


The following described action has been taken by the De- 
partment of Commerce on agreements filed pursuant to the 
provisions of section 15 of the shipping act, 1916, as amended: 


Agreements Approved 


Agreement No. 4099 between Bank Line, Ltd. (American and 
GCriental Line Service) and Pan-Atlantic Steamship Corporation pro- 
viding for the transportation of cargo on through bills of lading from 
ports in China, Dutch East Indies, Straits Settlements and Ceylon, 
to Mobile, Ala., New Orleans, La., and Panama City, Fla. 

Agreement No, 4108 between United States Lines Company and 
Bull Insular Line, Inc., providing for the transportation of general 
cargo under through bills of lading from Manchester, Liverpool, Bel- 
fast, and Southampton, Great Britain, to Puerto Rico. 

Agreement No, 4112 between American-Hawaiian Steamship Com- 
pany and Arnold Bernstein Schiffahrtsgesellschaft, M. B. H. (Arnold 
Bernstein Line) providing for the transportation of cargo under 
through bills of lading from ports in Spain to U. S. Pacific coast 
ports. 

Agreement No. 4117 between United States Lines Company and 
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Panama Mail Steamship Company providing for the transportation 
of general cargo under through bills of lading from Manchester, 
Liverpool, Belfast and Southampton, Great Britain, to Pacific coast 
ports. . 

Agreement No. 4120 between Dollar Steamship Lines, Inc., 


Ltd., and Arnold Bernstein Schiffahrtagesellschaft, M. B. H. (Arnold 
Bernstein Line) providing for the transportation of passengers be- 
tween the ports of San Francisco and Los Angeles and the ports 
of Antwerp and Havre. 

Agreement No, 4143 between Dollar Steamship Lines, Inc., Ltd., on 
the one hand and Compania Espanola de Navegacion Maritima, S. A., 
Cosulich Societa Triestina di Navigazione (Cosulich Line), The Ex- 
port Steamship Corporation (American Export Lines), Italia—Flotte 
Riunite Cosulich—Lloyd Sabaudo—Navigazione Generale (italian 
Line), and Navigazione Libera Triestina on the other, providing for 
the transportation of cargo from Sicily and the West coast of Italy 
to U. S. Pacific coast ports. 

Agreement No. 4144 between Panama Mail Steamship Company 
(Grace Line) and the Atlantic & Caribbean Steam Navigation Com- 
pany (Red ‘‘D” Line) providing for the transportation of coffee and 
cocoa from La Guayra and Puerto Cabello, Venezuela, to Los Angeles 
Harbor and San Francisco. ‘ 

Agreement No. 4145 between United States Lines Company and 
Pacific-Atlantic Steamship Company providing for the transporta- 
tion of general cargo under through bills of lading from Manchester, 
Liverpool, Belfast, and Southampton, Great Britain, to Pacific coast 
orts. 
, Agreement No. 4153 between United States Lines Company and 
Dollar Steamship Lines, Inc., Ltd., providing for the transportation 
of general cargo under through bills of lading from Manchester, Liver- 
pool, Southampton and Belfast, Great Britain, to Pacific coast ports. 

Agreement No. 4154 between United Ocean Transport Company, 
Ltd., and Shepard Steamship Company providing for the transpor- 
tation of cargo under through bills of lading from Japan to United 
States Atlantic coast ports, 

Agreement No. 4167 between Thos. & Jno. Brocklebank, Ltd. 
(Brocklebanks’ Cunard Service) and Eastern Steamship Lines, Inc., 
providing for the transportation of cotton in bales on through _ bills 
of lading from Calcutta, India, to Norfolk, Newport News and Rich- 
mond, Va. : : 

Agreement No. 4179 between Calmar Steamship Corporation and 
The New York and Porto Rico Steamship Company providing for 
the transportation of wine on through bills of lading from U. S. 
Pacific ports to Puerto Rico. 

Agreement No. 4180 between Seatrain Lines, Inc., and Standard 
Fruit & Steamship Company providing for the transportation of 
cargo under through bills of lading from New York to Tampico and 
Vera Cruz, Mexico. ; ; 

Agreement No, 4181 between Sudden & Christenson (Arrow Line) 
and Salem Navigation Company providing for the transportation of 
eargo on through bills of lading from U. S. Atlantic coast ports of 
call of Vancouver, Wash. ‘ . 

Agreement No, 4182 between Sudden & Christenson (Arrow Line) 
and Shaver Forwarding Company providing for the transportation 
of cargo on through bills of lading from U. §S, Atlantic ports of 
call of Vancouver, Wash. - 

Agreement No. 4183 between Bay Cities Transportation Company 
and Sudden & Christenson (Arrow Line) providing for the adjust- 
ment of the division of revenue derived from cargo transported under 
Agreement No. 3186 for the period January 2 to February 2, 1935, 
to conform to the divisions applicable under Agreement No. 4001, 
approved February 2, 1935. 

Agreement No. 4184 between Calmar Steamship Corporation and 
Kawasaki Kisen Kaisha, providing for the transportation of cargo 
under through bills of lading from U. S. Atlantic coast ports to ports 
in Japan, Korea, Formosa, Siberia, Manchuria, China and to Hong- 
kong. 

‘Agreement No. 4185 between Kawasaki Kisen Kaisha and Calmar 
Steamship Corporation providing for the transportation of cargo 
under through bills of lading from Japan, Korea, Formosa, Siberia, 
Manchuria, China and Hongkong, to U. S. Atlantic coast ports. 

Agreement No. 3163-1 between Dollar Steamship Lines, Inc., Ltd., 
and Navigazione Libera Triestina S. A. amending the schedule of 
“carrying money” under Agreement No. 3163, which provides for the 
establishment and maintenance of agreed rates for the transporta- 
tion of cargo from West coast of Italy and Marseilles to Pacific ports 
of the United States and Canada and the pooling of earnings on 
cargo from West coast of Italy to United States Pacific ports. 

Agreement No. 120-17 between Cunard White Star, Ltd., and 
Compagnie General Transatlantique, covering cruises from U. S. 
Atlantic ports to West Indies, Mexico, Central America and northern 
ports of South America. The agreement limits the number of cruises 
which may be operated by the participating carriers and fixes the 
minimum fares for full cruises, and local fares between certain in- 
termediate ports. The agreement covers cruises operated by the 
parties between date of approval and April 30, 1935. 


Agrements Canceled 


Agreement No. 1817 between Dollar Steamship Lines, Inc., Ltd., 
on the one hand and Panama Mail Steamship Company and United 
Fruit Company on the other hand, providing for observance by Dol- 
lar Steamship Lines of the rates, rules and regulations established 
by the other parties in connection with transportation of cargo be- 
tween Pacific coast ports and Havana. Cancellation of the agree- 
ment was due to the fact that the three parties have established a 
conference to deal with traffic between Pacific coast ports and Cuba. 

Agreement No. 3216 between United States Lines Company and 


Dollar Steamship Lines, Ltd., providing for the transportation of 
general cargo under through bills of lading from Liverpool and 


Southampton, England, to Pacific coast ports. 


MARINE LEGISLATION 


The House has passed H. R. 7205, a bill amending the so- 
called ship mortgage act of 1920, contained in section 30 of 
the merchant marine act of 1920, to allow the benefits of the 
mortgage act to be enjoyed by owners of certain vessels of the 
United States of fewer than 200 gross tons. The purpose of 
the legislation is to enable the Reconstruction Finance Corpora- 
tion to make loans to owners of fishing boats. 

Representative Welch, of California, has introduced H. R. 
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7290, amending sections 4501, 4503, 4504, 4508, 4511, 4513, 45): 
4530, 4549, and 4551 of the Revised Statutes, section 2 of t, 
seamen's act of March 4, 1915, section 15 of that act, and othe 
existing law relating to American seamen. 

Representative Connery, of Massachusetts, has introducy 
H. R. 7286, a biil to transfer to the Department of Labor jury 
diction over the unlicensed personnel of the marine workers poy 
vested in the Department of Commerce. 

Representative Dunn, of Pennsylvania, has introduced H. R 
7319, a bill amending section 4463 of the Revised Statutes wit, 
respect to vessel crews. 


GOATSKINS BETWEEN N. Y. AND ITALY 


Examiner C. B. Gray, of the Shipping Board Bureau, ha 
recommended dismissal of the complaint in No. 153, Edmonj 
Weil, Inc., vs. Italian Line, on a proposed finding that respondent's 
eastbound rate on goatskins, New York to Naples, has not bee) 
shown to be violative of sections 14, 14a, 15, 16, 17 or 18 
the shipping act, 1916, as alleged. He suggested, however, that 
the rate might well be revised. Complainant alleged that , 
higher charge was made for the shipment in issue than for the 
original westbound transportation between the same points, the 
shipment having been returned. In part the examiner said: 


Respondent’s witness testified that in making ocean freight rates 
consideration is given to the weight, measurement and value of the 
package, competitive conditions, the kind of service required and the 
very important factor of volume of traffic. The greater the volume 
the more likely the rate will be a lower rate per unit. The move. 
ment of goatskins from the United States to Italy is described as 
relatively small compared with the movement from Italy to the United 
States, and the traffic manager of respondent refers to this condition 
as the reason for a difference between westbound and eastbound 
rates. * * * 

The record shows no undue or unreasonable prejudice or disad- 
vantage to complainant under section 16 or any unjust discrimination 
under section 17 of the shipping act on its shipment to Italy, as it was 
charged the tariff rate required to be exacted of all shippers. 

The complaint in reference to the disparity between the rates 
charged by respondent on the west and eastbound shipments, respec- 
tively, calls in question the reasonableness of the higher rate ani 
alleges a violation of section 18 of the shipping act. This section, 
however, does not cover foreign commerce. Respondent's traffic 
manager testified that there was no different kind of service con- 
nected with shipping from New York to Naples than from Naples 
to New York and that it probably cost the Italian Line no more to 
transport the five bales of skins from New York to Naples than 
from Naples tO New York. There is no evidence that the westbound 
charges were not remunerative. In the light of such testimony it 
is impossible to recognize from this record any justification for that 
carrier assessing freight charges for eastbound transportation which 
are 178 per cent of those collected for westbound transportation of 
the admittedly identical shipment by the same carrier between the 
same terminal ports. On the contrary, this record reveals a possible 
reason for the slight movement of goatskins from the United States 
to Italy. The measure of the rate of members of the North Atlantic- 
West Coast of Italy Conference may well be a factor tending to dis- 
courage development of export trade in goatskins with Italy. Under 
the shipping act, carriers may act in concert in fixing and regulating 
rates for transportation provided their agreement to do so is approved 
pursuant to section 15 of that statute. Such approval, however, is 
not to be construed as extending to the fixation and maintenance of 
a rate that prevents the movement of cargo. The effect of a rate of 
that character is not only to reduce carriers’ revenues but to operate 
to the detriment of the commerce of the United States. Section 1i 
also provides that any agreement, whether or not previously approved, 
may be disapproved, canceled or modified if it be found to operate 
to the detriment of the commerce of the United States. With this 
record before them, respondent and the other members of the North 
Atlantic-West Coast of Italy Conference should promptly and seriously 
consider the possibility of stimulating our commerce by amending 
the eastbound rate on goatskins. 

No testimony was offered in support of the alleged violations by 
respondent of section 14 and 14a relative to deferred rebates, fight- 
ing ships, retaliation against shippers, unfair or unjustly discrimina- 
tory contracts or unfair treatment of shippers. No violation of the 
shipping act, as alleged, having been established, the complaint should 
be dismissed. 


NEW YORK STATE CANAL 


Major General Markham, chief of engineers of the army, 
in a report transmitted to Chairman Mansfield, of the House 
committee on rivers and harbors, concurs in the report of the 
Board of Engineers for Rivers and Harbors on the review of the 
previous report on the Great Lakes-Hudson River waterway, that 
the improvement of the section of the Erie Canal from Three 
Rivers Point to the Niagara River, in a manner similar to that 
recommended for the section extending from the Hudson River 
to Three Rivers Point, is not advisable at the present time. Ina 
statement the War Department said: 


In the report under review, the Chief of Engineers recommended 
that the United States allot funds to the state of New York in the 
amount of $27,000,000 for the improvement of that portion of the 
State Barge Canal System connecting the Hudson River at Water- 
ford with Lake Ontario at Oswego by deepening the canal betwee! 
the locks to 14 feet below normal pool levels, widening progressively 
at bends and elsewhere, and increasing the minimum vertical clear- 
ances of bridges and other obstructions to 20 feet. 

The Erie Canal from Waterford to Three Rivers Point, and the 
Oswego Canal, in conjunction with Lake Ontario and the Canadiat 
Welland Ship Canal, afford an alternate waterway from Lake Erié 
to the Hudson River. Local interests have protested the improvement 
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of this alternate route without a corresponding improvement of the 
Three Rivers Point-Tonawanda Section. _ 

The improvement of the Oswego Section previously recommended 
will afford a route by which vessels of greater capacity can reach 
Buffalo via the Oswego Canal, Lake Ontario and the Welland Canal. 
Traffic to Buffalo through the present canal system will be benefited 
to some extent by the increased width and freedom of movement in 
the section of canal between the Hudson River and Three Rivers 
Tas board finds that the extension of the improvement to Buffalo 
is not justified at the present time and that the determination of the 
advisability of this extension can be deferred without jeopardy to 
the Port of Buffalo or any other locality, until the benefits of the 
initial improvement, if authorized and undertaken, have been demon- 
strated by experience. 


BARRED FROM COASTWISE TRADE 


Amendment of section 27 of the merchant marine act of 
1920, as provided in H. R. 115, to prevent American-built ships 
sold to foreigners and later resold to Americans to engage in 
the coastwise trades of the United States; has been approved 
by the House. In passing the bill, the House added as an 
amendment the amendment to section 27 of the act permitting 
Canadian-owned ferries to operate on the Great Lakes, which 
was carried in S. 619, a bill recently passed by Congress. Chair- 
man Bland, of the merchant marine committee, explained the 
addition of the amendment was necessary to insure the ferry 
amendment being retained in the law. 


SHIPPING BUREAU INTERVENTION 


The Florida Grapefruit Canners’ Association has petitioned 
the Shipping Board Bureau for permission to intervene in No. 
164, California Packing Corporation vs. States Steamship Co. 


et al. 


INTERCOASTAL TRAFFIC 


In February, 59 vessels with 147,739 tons of cargo moved 
via the Panama Canal from the Atlantic to the Pacific, and 54 
vessels with 391,005 tons of cargo moved from the Pacific to the 
Atlantic, in the United States intercoastal trade, according to 
the Panama Canal Record. 


PANAMA CANAL TRAFFIC 


In March, according to the War Department, 455 ocean ves- 
sels transited the Panama Canal on which tolls of $2,018,114.62 
were paid, as compared with 430 transits and tolls of $1,826,999.63 
in February. In the six months ended with March the transits 
totaled 2,689 and the tolls, $11,944,616.53, as against transits of 
2,780 and tolls of $12,757,153.64 in the corresponding period of 
1933-1934. 


PROTESTED PIG LEAD RATE WITHDRAWN 


The Shipping Board Bureau, Department of Commerce, has 
given the Shepard Steamship Co. permission to withdraw from 
its files a schedule, SB-I No. 2, dated to become effective April 
12, in which that company proposes to establish a rate, pig 
lead, of 12.5 cents a hundred pounds, minimum 1,000 tons, 
from Pacific to Atlantic ports. (See Traffic World, April 6, 
p. 652.) Request for its suspension was made by the American- 
Hawaiian and other lines engaged in the intercoastal trade. 


ROPE FROM MANILA 


Attack on rates on shipments of manila rope from Manila, 
Philippine Islands, to New York, San Francisco and ports along 
the Gulf and Atlantic coasts, is made in Shipping Board Bureau 
Docket No. 180, Johnson Pickett Rope Co., Manila, P. I., and 82 
South St., New York City, vs. Dollar Steamship Lines and Bar- 
ber Steamship Lines, and transshipping lines headed by Luck- 
enbach Steamship Co. 

The rates are assailed as unduly prejudicial, unjustly dis- 
criminatory and unjust and unreasonable in violation of sec- 
tions 16, 17 and 18 of the shipping act, to the extent they exceed 
the rates on manila hemp. The assailed rates, it is alleged, 
are approximately 2.8 times the rate on manila hemp from 
Manila to the United States, cubic measurement considered. 
Rates and reparation are sought. 


HAGUE RULES TREATY OPPOSED 


_ Ratification by the Senate last week of the treaty embody- 
ing the so-called Hague rules governing the carriage of goods 
by sea (see Traffic World, April 6) caught opponents of the 
treaty by surprise. They have taken steps that they hope will 
at least defer indefinitely the taking effect of the treaty. 

It appears, according to those who have looked into the 
matter, that though a representative of the United States signed 
the treaty in 1925 and the Senate has now ratified it, that the 
President and the Department of State may prevent the treaty 
from becoming effective simply by not depositing notice of 
ratification as required by the treaty. It is said that several 
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treaties have been ratified by the Senate but that they rest 
ineffective in State Department boxes because notice of ratifi- 
cation has not been given. The opponents hope that such treat- 
ment will be accorded the Hague rules treaty. 

Representatives of the large meat packers were particu- 
larly chagrined over ratification of the treaty. Other repre- 
sentatives of business interests in Washington also expressed 
concern because changes that had been urged were not made. 
Meat packers have been opposing the treaty for years. 

The statement made in the Senate that there was almost 
complete agreement between the provisions of the treaty and 
S. 1152, the White bill, also was challenged, the contention be- 
ing that the White bill in certain respects protects the interests 
of American shippers while the treaty, as it is contended, does 
not. Enactment of the White bjll to protect the interests of 
American shippers will be sought. 

Another “sore spot’ with the opponents is the statement 
made in the Senate by Senator Thomas, of Utah, that the 
“code,” embodied in the treaty, had been strongly urged by 
American shippers, cargo underwriters, and bankers, “who are 
unanimous that it will remove a wholly unnecessary and seri- 
ous trade barrier.” 


SOUTH ATLANTIC PORT RATES 


The Commission, by division 2, has reopened for further 
hearing, fourth section application No. 13918, commodity rates 
to south Atlantic ports, 186 I. C. C. 675, 197 I. C. C. 309, on 
further consideration of that application and a petition jointly 
filed by the Baltimore & Carolina Line, Inc., and Merchants’ 
and Miners’ Transportation Co. and the petition filed jointly 
by Agwilines, Inc. (Clyde-Mallory Lines) and Merchants’ and 
Miners’ Transportation Co., for rehearing. 

The reopened proceeding has been assigned for further 
hearing before Examiner M. L. Boat at Washington, May 14, 
at the Commission’s office. The hearing is for the purpose of 
taking evidence only on the following: 


On the question of including wharfage charges at Miami, Fla., 
in determining the minimum rates authorized by fourth section order 
No. 11027, as amended, entered in the above-named proceeding. 

On the question ef authorizing relief on the basis of rates of 
water carriers not filed with this Commission. 


OCEAN MAIL CONTRACTS 


Chairman Bland, of the House committee on merchant ma- 
rine and fisheries, has introduced House joint resolution 240 
to extend to October 31 the time within which the President 
“may cancel or modify ocean mail contracts. The resolution is 
identical with one heretofore introduced in the Senate by Chair- 
man Copeland, of the Senate commerce committee. 

Senator Black, of Alabama, chairman of the Senate special 
committee on mail contracts, has introduced a resolution calling 
on Postmaster General Farley to submit to the Senate the detailed 
reports on the ocean mail contracts he referred to in his report 
on those contracts to President Roosevelt. The detailed reports, 
said the resolution, were necessary in order for the Senate to 
consider and enact legislation regarding the merchant marine. 
The Postmaster General did not make public the reports. 

An attempt by Chairman Copeland, of the commerce com- 
mittee, to obtain favorable action on his resolution extending 
until October 31 the time within which the President may modify 
or cancel ocean mail contracts, was unsuccessful in the Senate 
April 9. Senator McKellar said he desired time to look into the 
matter. 


RAILROAD EMPLOYMENT 


Class I railroads, exclusive of switching and terminal com- 
panies, as of the middle of March, according to preliminary 
reports made to the Commission, had 977,591 employes, a de- 
crease of 2.15 per cent compared with March last year and a 
decrease of eighty-nine hundredths of one per cent compared 
with February, 1935. By groups the number of employes re- 
ported for the middle of March, with the percentage of decrease 
in each case as compared with March last year, was reported 
as follows: 

Executives, 
per cent. 

Professional, clerical and general, 163,106, decrease, 0.91 per cent. 

Maintenance of way and structures, 184,809, decrease, 1.86 per 
cent, 

Maintenance of equipment and stores, 274,788, decrease, 3.05 per 
cent. 

Transportation (other than train, engine and yard), 122,315, de- 
crease, 2.60 per cent. 

Transportation (yardmasters, switchtenders, and hostlers), 12,338, 
decrease, 1.39 per cent. 

Transportation (train and engine service), 208,281, decrease, 2.03 
per cent. 

Preliminary computations show that as of the middle of 
March, 1935, railroad employment stood at 56.5 per cent of the 
1923-1925 average used as 100, adjusted for seasonal variation. 
Unadjusted, it stood at 54.7 per cent. 


officials and staff assistants, 11,954, decrease, 0.76 
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N. Y. SHIPPERS’ CONFERENCE 


The Traffic World New York Bureau 


The recent decision of the Commission in Ex Parte 115; 
the complaint of the Albany Port District Commission regarding 
rates on traffic through the Port of Albany; the application of 
Newark interests for extension of lighterage limits for import 
and export freight; and the proposed establishment of a cen- 
tral railroad accounting bureau were among the subjects dis- 
cussed at the meeting of the Shippers’ Conference of Greater 
New York April 10. 

The conference decided to appoint a committee to discuss 
with the railroad executives the central accounting bureau pro- 
posal and to find out whether establishment of a bureau similar 
to that in operation in Chicago would impose any extra ex- 
pense on the carriers. The shippers were generally in favor 
of such a bureau, through which all freight bills for each day 
could be paid by a single check and the various carriers then 
paid by the ciearing house. The possibility that steamship lines 
in the New York district might also be included in such an 
arrangement was suggested. 


W. H. Connell, chairman of the rate committee, submitted 
a report on the emergency freight charges, summarizing the 
charges for the information of the members. No action was 
taken by the group but the question of the permissive nature 
of the plan raised ‘some discussion. It was stated that the 
carriers were holding meetings to discuss this matter and that 
there appeared to be a wide difference of opinion among them 
as to the exemption of certain commodities from the increase. 
It was the opinion of some members of the conference that the 
carriers might hesitate to use their discretion for fear it would 
leave the impression with the Commission that they did not 
need even the curtailed increase granted. 


Mr. Connell also submitted a report on the Albany Port Dis- 
trict Commission complaint to the Commission. Alleging that 
rates on traffic through the Port of Albany were unreasonable, 
prejudicial, preferential, unlawful, and in violation of the fourth 
section, the complaint charged that failure to absorb handling 
charges at Albany on export, import and intercoastal traffic 
to and from Trunk Line and Western Trunk Line territories 
while absorbing such charges on light traffic to and from C.F. A. 
Territory were in violation of the act and that failure to absorb 
these charges on coastwise traffic to and from C. F. A. Terri- 
tory, while including handling charges within line haul rates 
to and from other ports, were in violation of the act. It also 
charged violation in failure to absorb wharfage charges on all 
four kinds of traffic to and from the above three territories 
and termed unreasonable and unduly prejudicial the free stor- 
age in cars accorded at other ports but denied at Albany. A 
hearing has been scheduled at Albany May 1. 


The report precipitated discussion as to whether the con- 
ference should take part in the matter. R. A. Cooke cited the 
wide and diversified interests of various members of the con- 
ference and suggested that, if Albany were to gain its ends, 
it might be to the advantage of such members. The Albany 
complaint asked for differentials under New York beginning 
with 10 cents a hundred pounds on first class from certain 
territories, including Michigan, Wisconsin, Minnesota, and North 
Dakota, and it was felt by some members that to grant these 
differentials to a small port with limited facilities would be 
giving Albany an artificial stimulus unfair to New York. The 
conference finally adopted the committee’s recommendation that 
it oppose the rate complaint but did not oppose the proposals 
concerning absorption of wharfage and handling charges and 
car storage at Albany. 


The conference voted to take no stand in the application of 
the Port of Newark for extension of lighterage limits for im- 
port and export traffic, on which the Trunk Line Association 
will hold a hearing in New York April 16. It was felt that, 
due to the controversial nature of the case, in which two sec- 
tions of the New York port district are on opposing sides, the 
conference should adopt the same attitude as it did in the 
New Jersey lighterage case and remain neutral. 

The conference approved the proposal of the Trunk Line 
Association to put into effect a schedule of charges for loading 
and unloading freight to and from vehicles at piers and sta- 
tions (but not team tracks) in Manhattan, the Bronx, New 
Jersey, and Brooklyn territory, including contract terminals and 
the New York Dock Railway on an optional basis. It took no 
action as to the specific rate schedules proposed by the rail 
carriers. A hearing on this proposal has been set for April 17 


at the Trunk Line headquarters in New York before the gen- 
eral freight committee. 

The conference adopted the recommendation of the rate 
committee that it take no action on the investigation of inter- 
territorial rates, Ex Parte 116, because of the involved nature 
of the case, 
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A. C. Welsh reported for the special committee of the Con. 
ference appointed to consider the Federal Coordinator's }jj, 
The conference voted to favor passage of Senate bill S 1633 and 
its companion bill in the House, which would place a port y 
gateway under the protection of section 3 of the act. In regay 
to S$ 1636 and its companion bill in the House, it was decided j, 
favor the portion of the legislation that would give the Commi 
sion the right to establish temporary routes to meet emergencig 
but opposed the part that would give the Commission contr) 
over maximum and minimum rates applicable via rail and watp, 
routes, on the ground that it would result in a frozen rat 
structure. 

A special committee of the conference was appointed ty 
consider the proposed simplification of regulations of the Bureay 
of Explosives in regard to transportation of commodities of this 
nature. 

Other brief reports were submitted on proposed cancella. 
tion of rates via Virginia gateways to Colorado-Utah territory: 
cancellation of commodity rates via Virginia ports to C. F. 4 
Territory; proposed modification of Classification Rule No. 1: 
pending legislation; collection and delivery service, and the 
Mayor’s Committee on Port Development. 


COMMISSION PRACTITIONERS 


The following have been admitted to practice before the 
Commission: S. W. Alley, Chattanooga, Tenn.; A. J. Anderson, 
Salt Lake City, Utah; A. H. Angstman, Helena, Mont.; C. B. 
Aycock, Birmingham, Ala.; Herbert Baker, Columbus, O.; Et. 
ward S. Brashears, Washington, D. C.; Sol E. Brinsfield, Jr, 
Montgomery, Ala.; B. M. Brunson, Jr., St. Augustine, Fla.; Wil 
liam G. Butts, Washington, D. C.; S. T. Callahan, Holyoke, 
Mass.; J. D. Campbell, Salt Lake City, Utah; R. D. Campbell, 
Huntington, W. Va.; M. M. Caskie, Jr., Montgomery, Ala.; G. M. 
Castle, Gatliff, Ky.; W. R. Charles, Wichita, Kan.; Moie Cook, 
Indianapolis, Ind.; J. K. Dent, Louisville, Ky.; P. A. Dever, 
Boston, Mass.; M. S. Dolin, Chicago, Ill.; J. A. K. Donovan, 
Washington, D. C.; A. L. Dorf, Washington, D. C.; J. C. Durfey, 
Springfield, O.; Howell Ellis, Indianapolis, Ind.; George £. 
Emery, Houston, Tex.; C. E. Fowler, Birmingham, Ala.; M. M. 
Goldman, Boston, Mass.; Philo H. Goodwyn, Louisville, Ky.; 
E. J. Gresslin, New York, N. Y.; A. C. Hansen, Washington, 
D. C.; R. W. Hansen, Chicago, Ill.; Joseph P. Hughes, Chicago, 
Ill.; P. T. Jackson, Oklahoma City, Okla.; Stanfield B. Johnson, 
Omaha, Neb.; C. H. Johnston, Washington, D. C.; Frank L., 
Lampson, Cumberland, Wis.; T. F. Luedtke, Portland, Ore; 
Oscar T. Martin II, Springfield, O.; Paul C. Martin, Springfield, 
O.; C. D. Matheson, Detroit, Mich.; Edward P. McCallum, Jr. 
Memphis, Tenn.; D. D. McDonald, Jefferson City, Mo.; Paul 
Mendenhall, New Castle, Ind.; Henry J. MuHer, New York, 
N. Y.; E. K. Murray, Tacoma, Wash.; Walter C. Newkirk, Louis- 
ville, Ky.; W. E. Noceto, Chicago, Ill.; Narcisco F. Olaes, Wash- 
ington, D. C.; R. K. Parsons, St. Augustine, Fla.; C. F. Pitt 
man, Hattiesburg, Miss.; Earl T. Platt, Topeka, Kan.; W. C. 
Pope, Memphis, Tenn.; Harry Puskin, Canton, O.; Eugene Quar- 
termaine, San Francisco, Calif.; W. L. Richardson, Quanah, 
Tex.; D. R. Ryan, Cincinnati, O.; W. H. Schrampfer, Ames, Ia.; 
William E. Scott, New York, N. Y.; James T. Seavey, Washing: 
ton, D. C.; Elber J. Shover, Columbus, O.; Hobart M. Sidler, 
Chicago, Ill.; D. A. Simmons, Houston, Tex.; Frederick Simp- 
son, Los Angeles, Calif.; L. C. Smith, Washington, D. C.; Nor- 
man M. Snider, Detroit, Mich.; E. E. Swartz, Kenosha, Wis.; 
J. H. Todd, Memphis, Tenn.; W. L. Townsend, Washington, 
D. C.; M. P. Verhulst, Madison, Wis.; Omar O. Victor, Salt Lake 
City, Utah; John A. Vopatek, Jr., Chicago, Ill.; O. E. Waer, 
Grand Rapids, Mich.; J. E. Waid, New York, N. Y.; L. W. Wat- 
son, Atlanta, Ga.; W. H. Watts, Houston, Tex. 


RAILWAY WAGE STATISTICS 


Class I railways, excluding switching and terminal employes, 
reported a total of 959,521 employes as of the middle of January, 
according to a compilation made by the Commission’s Bureau of 
Statistics, This was 6,844 fewer than the number reported for 
January, 1934. In further comment on the compilation the 
bureau said: 


The total number of hours paid for was 3.69 per cent greater and 
the total compensation 9.41 per cent greater in January, 1935, than 
in January, 1934. This reflects the effect of eliminating one-half of 
the 10 per cent reduction in pay that became effective in 1932. A 
comparison of the number of employes who received pay during the 
month with the total hours paid for, shows an increase from 179 hours 
per employe in January, 1934, to 181 in January, 1935, or 1.1 per cent. 
In the case of machinists, there was an increase from 162 to 168, oF 
3.7 per cent. It will be noted that in maintenance of way and struc- 
tures the number of employes at middle of month was 1,204 less in 
January, 1935, than in January, 1934, but the number of persons re- 
ceiving pay in this group was 24,959 greater in 1935. This is ex- 
plained by the fact that in the eastern and western districts a large 
number of section men and extra gang laborers were employed for 
short periods during January, 1935, to take care of emergency work 
due to climatic conditions. 
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April 13, 1985 





Questions and Answers 


N this column will be answered questions of both legal and practical 
nature that confront persons dealing with traffic. A specialist on _inter- 
state commerce law, who is a member of our legal department, will give 
his opinion in answer to any simple question relating to the law of interstate 
transportation of freight. A traffic man of long experience and wide knowl- 
edge will answer questions relating to practical traffic problems. We do not 
desire to take the place of the traffic man but to help him in his work. _ 
The right is reserved to refuse to answer in this column any question, 
legal or traffic, that it may appear to us unwise to answer or that involves a 
situation too complex for the kind of investigation herein contemplated. If a 
more comprehensive answer to a question is desired than is thought proper for 
this column, the department will answer it by letter for a reasonable charge. 
No attention will be paid to anonymous communications or questions 
from non subscribers. 
Address Questions and Answers Department, 
Traffic Service Corporation, Earle Building, Washington, D. C. 
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}; 
the Tariff Interpretation—Application of Alternative Rule in 
Connection with Intermediate Rule 


Illinois—Question: We have received the following opinion 
the from the X Railroad with reference to the application of the Jop- 
$0n, lin, Mo., rate on butter, carload, originating at Parsons, Kansas, 
zB destined to Springfield, Mass., as shown in Southwestern Lines 
Ed. Tariff 136, Agent Johanson’s I. C. C. No. 2554, moving via their 
Jr Kansas City connections: 


“ On an actual shipment originating Joplin, Mo., destined Spring- 
- field, Mass., the rates in S. W. L. Tariff No. 136 would not be em- 
ell, I ployed because Item No. 10 of this tariff carries the aggregate of 
M. intermediate rule and provides for application of the lowest com- 
k bination if it results in a lower charge than the through one figure 
=, rates in S. W. L. Tariff No. 136. The lowest legal rate from Joplin, 
er, Mo., to Springfield, Mass., is $1.334% per 100 pounds, minimum 20,000 
an, pounds. This rate is computed 31% cents Joplin, Mo., to East St. 
ey Louis, Ill., per Item.No. 3510, W. T. L. Tariff No. 18N, and $1.02 
> East St. Louis to destination or Class 60, per C. F. A. Tariffs Nos. 
E. 130W and 490. 

M. The Interstate Commerce Commission has ruled that when the 
y.: aggregate of intermediate rule is provided in the tariff and such 
Mn aggregate is lower than the through one figure rate, it removes the 
: application of the through rate applicable between such points. In 
30, other words, Item No. 10, S. W. L. Tariff No. 136, has the effect of 
Mn, eliminating the $1.48 rate from Joplin, Mo., to Springfield, Mass. 
x. Inasmuch as S. W. L. Tariff No. 136 would not come into play 
= on a shipment originating Joplin, Mo., destined Springfield, Mass., 
“4 there is no possibility of using the $1.48 rate on a similar shipment 
d, originating Parsons, Kans. The lowest through rate from Parsons, 
I. Kans., to Springfield, Mass., is $1.50 or Class 60 basis published in 
ul C.F. A. Tariff 492A, I. C. C. No. 2553. 

: As you will note the X Railroad contends that as the S. W. L. 
,. Tariff No. 136 does not apply on actual shipments from Joplin, 
t it cannot be used on shipments originating at intermediate points. 
’ Answer: We are unable to locate a decision of the Commis- 
. sion Which is specifically in point, as to the facts set forth in 


your question. 
. There are, however, three cases which seem to have a bearing 
. upon the question, namely, Hans Rees’ Sons, Inc., vs. Baltimore 
& O. R. R. Co., 204 I. C. C. 569; Raphael Glass Co. vs. Penna. 
‘ R. Co., 168 I. C. C. 313, and Shearman Concrete Pipe Co., vs. Chi- 
. cago, R. I. & P. Ry. Co., 151 I. C. C. 190. 


The question in the instant case is, as we see it, whether in 

' the event there is an alternative rule in a tariff, which provides 

for the application of the aggregate of intermediates when lower 

than the joint through rate, either the joint through rate or 

the aggregate of intermediates can be used in arriving at a rate 

from an intermediate point under the provisions of the inter- 
mediate rule in the same tariff. 

The tariff publishing the rate on butter from Joplin, namely 
S. W. L. Tariff 136, Agent Johanson’s I. C. C. No. 2554, provides 
in Item 10 for the alternative application of combination rates 
where lower than the through rates published in this tariff, and 
in Item 30 for the application of commodity rates named therein 
from intermediate points, the intermediate rule published in 
Item 30 being that which is required by the provisions of Rule 27 
of Interstate Commerce Commission Tariff Circular No. 20. 

In two of the cases cited above, namely, Hans Rees’ Sons, 
Inc,, vs. Baltimore & O. R. R. Co., 204 I. C. C. 569, and Shearman 
Concrete Pipe Co. vs. Chicago, R. I. & P. Ry. Co., 151 I. C. G. 190, 
the Commission bases its findings largely upon the interpretation 
to be placed- upon the use of the terms “provided” and “pub- 
lished” in intermediate and alternative rules. In these cases the 


Commission, as we interpret them, holds that if the term “pro- 
vided,” meaning applicable, is used in either an intermediate 
rule or an alternative rule, the rate which is “applicable” in the 
tariff in which this term is used is the rate to be applied, but 
Where the term “published” is used the question of the ap- 
plicability of a given rate does not in itself determine whether 
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it is to be used in determining the applicable rates under the 
application of intermediate or alternative rule. 

In other words, where it is sought to determine which of two 
rates should be applied under the provisions of an intermediate 
or alternative rule, if the term “provided” is used only one of 
these rates, namely, the applicable rate, may be given considera- 
tion. If, however, the term “published” is used, either of the two 
rates may be given consideration in arriving at a rate from a 
given point. 

In its decision in the Raphael Glass Company case, above 
cited, the Commission held that an alternative rule providing for 
the application of the lower of a commodity rate or aggregate 
of intermediates had the effect of eliminating the commodity 
rate from the tariff, thereby permitting the application of a com- 
modity rate from a more distant point under the provisions of 
Rule 77. 

However, in the Hans Rees’ Sons case, above cited, the Com- 
mission held that under the provisions of an intermediate rule 
which used the term “published” and provided for the applica- 
tion at an intermediate point of the rate to the next point in 
either direction which resulted in the higher charge, the rate to 
apply under the intermediate rule would be the higher of the com- 
modity rates applicable to the point on either side of the inter- 
mediate point, notwithstanding that by reason of the alternative 
rule providing for the application of the lower of a class and com- 
modity rate the commodity rate would not be applied by reason 
of the lower class rate. 

Under the facts in the case, the intermediate point was 
Asheville, N. C., to which point an 8th class rate of 51 cents from 
New York was published; to Bristol, Tenn., the point beyond 
Asheville, a commodity rate of 45 cents was published; to States- 
ville, N. C., a point between New York and Asheville, a commodity 
rate of 52% cents and an 8th class rate of 49 cents was pub- 
lished. The Commission held that in applying the intermediate 
rule as between the commodity rates of 45 cents to Bristol and 
52% cents to Statesville, the 52% cent rate would be the rate to 
apply, notwithstanding that it was not applicable by reason of 
the presence of the 8th class rate of 49 cents to that point. The 
Commission, however, further held that the application of the 
52% cent commodity rate to Statesville at Asheville was removed 
by reason of the published lower class rate of 51 cents to Ashe- 
ville and the alternative rule in the tariff which provided for 
the lower of the class or the commodity rate. 

In the instant case Item 30 of Agent Johanson’s Tariff uses 
the term “published.” Applying the reasoning of the decision in tne 
Hans Rees’ Sons case, the commodity rate is therefore not removed 
from consideration in applying the provisions of Item 30 of 
Agent Johanson’s tariff. Whether, however, the combination 
of intermediates from Joplin, which is applicable under the provi- 
sion of the alternative rule in Agent Johanson’s tariff, namely, 
Item 10, may be applied from Parson depends upon whether the 
alternative rule has the effect of incorporating the aggregate of 
intermediates into Agent Johanson’s tariff to be applied at Par- 
sons under the application of the intermediate rule published 
in Item 30. We can locate no case which determines this ques- 
tion. We are inclined, however, to the affirmative opinion. 


(1) Transit-Provisions of Transit Tariff and Not Line-Haul Tariff 
Determine Whether Transit Is Available at Point Taking Line 
Haul Rate from More Distant Point Under Intermediate Rule. 
(2) Fourth Section—Allowance of Transit at One Point But 
Not at Intermediate Point Does Not Constitute Fourth Sec- 
tion Violation 


Missouri.—Question: There is a through rate in effect on 
corn from point A to G, This is a joint through rate over two 
lines applicable from point A to point F via the initial line and 
the second line from point F to point G. The rate from B, a 
point this side of A, to G is based on an intermediate rule in the 
tariff making point B take the rate from A to G. There is no 
ather rate from point B to point G published. 

The rate in this problem is not involved, but only the transit 
privileges en route. The shipment moves in a direct route from 
B through C, D, E and F and is given to the connection at this 
point for destination G. Transit provisions at Junction F are 
held to both lines granting the same. The initial line hauling into 
junction point F holds that they have no transit provision to cover 
movement as outlined from B to G, but admit transit only from 
point A, the beyond point. Our position has been that transit 
applies in view of the fact that the point A rate is used at a 
directly intermediate point. In view of the initial lines position 
in their denying the transit application at junction point F, they 
are contending that the full combination of locals is the only 
basis for the through rate when transit is taken. This would 
make the through rate almost double the published through rate 
from point A or B to G. 

Aside from the transit outlined and granting that they may 
be correct in refusing to participate in joint transit at point F, 











PAGE 704 


another feature arises. The tonnage in moving from B to G 
goes through C, D and E, points directly intermediate to F and 
specific transit is provided at these three points by the initial 
carrier and the tonnage in turn moves through F for destination 
G. It is our contention that a violation of the interstate com- 
merce act arises when transit is specifically given at points C, 
D and E while denying it at point F on the through move with 
all conditions being equal. 

We will appreciate your consideration of this matter with 
appropriate Interstate Commerce Commission decisions covering 
the situation. 

Answer: Whether transit is applicable at point F on grain 
originating at point B depends upon the provisions of the transit 
tariff (see Smith & Scott, Inc., vs. Atchison, T. & S. F. Ry. Co., 
192 I. C. C. 593), and not on the fact that the joint through rate 
from point A applies, under the intermediate rule, from point B. 
In the absence of transit at F on grain originating at point B 
the combination of locals to and from point F, the transit point, 
applies. Smith & Scott, Inc., vs. Atchison, T. & S. F. Ry. Co., 
192 I. C. C. 598. 


In the case cited above the Commission said: 
The diversion, reconsignment, and milling points on the Southern 


Pacific were not, in fact, the destinations of the shipments and 
cannot be so treated. Stickell & Sons vs. Pennsylvania R. Co., 


151 I. C. C. 364, 156 I. C. C. 373. Transit rests upon the fiction 
that the incoming and the outgoing transportation services consti- 
tute a continuous shipment of the identical article from point of 


Transit is a local matter and whether 
it shall be granted or withheld rests with the individual carrier. 
If granted, the individual carrier may determine the conditions. 
Central R. of New Jersey vs. U. S., 257 U. S, 247. To bring ship- 
ments within the scope of the transit arrangement all provisions 
and conditions of the transit tariff must be strictly complied with. 
Rumble & Wensel Co. vs. Director General, 62 I. C. C. 110, Beatrice 
Creamery Co, vs. C..B. & @. KR. BR. Co., 107 ¥..C. C., 568, Victor 
Milling Co. vs. M. P. R. R. Co., 120 I. C C. 335, and Parkersburg 
Rig & Reel Co. vs. Chicago, B. & Q. R. Co., 179 I. C. C. 571, 584. 
The Rock Island tariff provisions limiting storage in transit at the 
Missouri River points to shipments destined to points located on 
the Southern Pacific and routed over the Rock Island to Santa Rosa, 
thence to Southern Pacific destinations, were an integral part of 
the transit arrangement and constituted conditions with which strict 
compliance was necessary to create a fiction of through movement. 
Noncompliance with these conditions prevented complainants’ ship- 
ments from coming within the scope of the Rock Island transit 
arrangement. 


origin to final destination. 


(2) In our opinion, the principle of the Commission’s deci- 
sion in Procter & Gamble Co. vs. A. & V. Railway Co., 153 
I. C. C. 655, is applicable in the present instance. In that case 
the Commission said: 


We, therefore, have a situation where the rate conforms to the 
fourth section, but where the question arises whether the granting 
of transit, without additional charge, at an intermediate point and 
withholding it at other intermediate points is in contravention of 
section 4. No change occurs in the commodity at the transit point 
and no additional charge is made for the transit service. Under 
the act a violation of the long-and-short haul provision of the fourth 
section results when greater compensation in the aggregate is charged 
for the transportation of like property for a shorter than for a longer 
distance over the same line or route, in the same direction, the 
shorter being included within the longer distance. 

To determine whether a fourth section violation exists, we must, 
as stated in Baltimore Chamber of Commerce vs. B. & O. R. R. Co., 
supra, compare like rates with like rates. Here we have a through 
rate applicable to a through shipment, made such under proper tariff 
authority, to be compared with two local rates applicable to two sep- 
arate shipments in no way related. If it were proper to make such 
a comparison then any sihpment arriving at Ivorydale and any ship- 
ment of the same commodity leaving Ivorydale at any time in the 
future might be used to show a fourth section violation, if the com- 
modity was graded and stored at the latter point. 

Upon reconsideration, we are of the opinion and find that the 
facts in this case will not support a finding of unlawfulness under 
section 4 and our finding in 129 I. C. C. 385 is accordingly reversed. 


See also, Terminal Refrigerating Co. vs. A. T. & S. F. Ry. 
Co.,. 178 f. C..C. 687. 

While the above cases relate to storage-in-transit, the same 
principle is, in our opinion, applicable to other forms of transit. 


FE 
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REVENUE FREIGHT LOADING 





Revenue freight loading the week ended April 6 totaled 5, 
627 cars, 71,858 under the preceding week, 13,443 under the gw Di 
responding week last year, and 53,566 over the correspondi, 
week in 1933. Miscellaneous loading totaled 239,993; merchandjy Ji 
163,285; coal, 69,323; grain and products, 25,615; live Stock 
12,388; forest products, 24,312; ore, 5,273; coke, 5,438. The & The 
crease the week ended April 6 was due to an April 1 holiday ,MiMester, } 
the coal fields. 95. The 
Revenue freight loading the week ended March 30 increagy 
9,705 cars over that for the preceding week, the total haviy He! 
been 617,485 cars, according to the American Association yf will be 
Railroads. (See Traffic World, April 6.) (lub, a 
Three districts—Allegheny, Southern and Central Wester 
reported increases for the week of March 30, compared with t Th 
corresponding week in 1934, in the number of cars loaded wii April 1 
revenue freight, but four districts—Eastern, Pocahontas, Nort) MMM of Mis: 
western and Southwestern—reported reductions. All districs 
however, reported increases compared with the correspondix Sh 
week in 1933. ment, | 
Loading of revenue freight in 1935 compared with the tw i ritzger 
previous years follows: the eas 
1935 1934 1933 HF delphie 
6 Weis D6 TRUE 6 ion dc discs encces 2,170,471 2,183,081 1,924, 9% t hi 
A WOGES Ti POPTUALY oo scccscrescsscus 2,325,601 2,314,475~- = 1,970,544 no 
ES eS eee eee re 604,642 605,717 481,95 me added | 
Week of March 9 .......cccccceccsccee 587,270 614,120 441,36) faces ¢ 
, oe eS Se eee 997,432 627,549 453,631 Railwa 
es SS eee 607,780 610,036 479,454 al 
WHOGK Gf BERFOR BO occ cndciccccsswcseccus 617,485 610,190 498,855 road s 
7,510,681 7,565,168 6,29n Me 
ME xh anal ona aera ahaiaael Waa ae ae Sth 7,51 ,0e ,065, 6,249, 2%; ization 
Revenue freight loading the week ended March 30 and fo je Wa8e8 
the corresponding period of 1934, by districts, was _ reported roads 
as follows: ‘ consid 
cia . , . railroé 
Eastern district: Grain and grain products, 4,561 and 4,788; live be fur 
stock, 1,072 and 1,298; coal, 28,595 and 30,875; coke, 1,356 and 2,44: e ru 
forest products, 1,659 and 1,557; ore, 536 and 1,435; merchandis, fm questi 
L. Cc. L., 42,539 and 44,555; miscellaneous, 61,476 and 56,937; total, thoug] 
1935, 141,794; 1934, 143,887; 1933, 114,866. the in 
Allegheny district: Grain and grain products, 2,864 and 2,6il vis 
live stock, 706 and 1,040; coal, 41,578 and 37,442; coke, 2,108 and 2,92) strive. 


forest products, 912 and 946; ore, 1,254 and 558; merchandise, L. C. L 
30,631 and 31,630; miscellaneous, 49,880 and 47,172; total, 1935, 129,933; T 


1934, 124,360; 1933, 92,944. 
Pocahontas district: Grain and grain products, 242 and 309; live a mee 
stock, 47 and 35; coal, 33,967 and 35,704; coke, 466 and 485; forest prod- for a 


ucts, 550 and 549; ore, 51 and 64; merchandise, L. C. L., 5,230 ani 
5,308; miscellaneous, 7,350 and 5,670; total, 1935, 47,903; 1934, 48,134; 
1933, 32,091. VW 


Southern district: Grain and grain products, 2,268 and 2,457; live Syste 
stock, 636 and 606; coal, 18,332 and 18,261; coke, 324 and 585; forest Rail 
products, 7,716 and 6,963; ore, 656 and 788; merchandise, L. C. L, alr 
28,306 and 29,518; miscellaneous, 40,675 and 36,791; total, 1935, 98,913; York, 


1934, 95,869; 1933, 80,417. 
Northwestern district: Grain and grain products, 6,531 and 6,803; T 
live stock, 2,315 and 3,363; coal, 4,981 and 5,604: coke, 1,248 and 1,271; 


forest products, 6,281 and 7,065; ore, 179 and 126; merchandise, L. ¢. a ste 
L., 18,967 and 19,281; miscellaneous, 25,837 and 23,962; total, 19%, be s] 
66,339; 1934, 67,480; 1933, 57,613. hold 


Central Western district: Grain and grain products, 6,571 ani 
7,112; live stock, 4,941 and 5,949; coal, 10,373 and 8,848; coke, 122 ani 
174; forest products, 4,032 and 3,658; ore, 1,236 and 1,037; merchandise, y 


L. C. L., 23,280 and 23,247; miscellaneous, 34,701 and 32,360; total, the ] 
1935, 85,256; 1934, 82,385; 1933, 75,024. ; e 
_ Southwestern district: Grain and grain products, 3,947 and 3,388; comn 
live stock, 1,306 and 1,253; coal, 3,036 and 3,337; coke, 86 and 7; “Tra 
forest products, 3,257 and 3,048; ore, 219 and 191; merchandise, L th 
C. L., 12,551 and 12,631; miscellaneous, 22,945 and 24,143; total, 19% e ¢ 
47,347; 1934, 48,075; 1933, 45,401. consi 
ee grou 
FREIGHT FORWARDING CODE April 


The NRA has announced that a bill of complaint has beet 
filed in the federal court for the northern district of Illinois 








Revenue Freight Car Loading—Week Ended Saturday, March 30 


Grain and Live 
grain prod. stock Coal 
1935 26,984 11,023 140,862 
Total all TORGS ...<ccveves ere 1934 27,523 13,544 140,071 
1933 34,327 14,870 89,120 
Preceding week March 23 ....... 1935 25,850 10,679 139,659 
Per cent increase over .......... 1934 6 
Per cent decrease under ......... 1934 2.0 18.6 
Per cent increase Over .......... 1933 58.1 
Per cent decrease under ......... 1933 21.4 25.9 
{ 1935 333,256 165,310 1,807,367 
Cumulative 13 weeks to March 30 { 1934 385,407 198,317 1,840,457 
| 1933 347,099 197,753 1,394,445 
Per cent increase over .......... 1934 
Per cent decrease under ......... 1934 13.5 16.6 1.8 
Per cent increase Over .......... 1933 29.6 
Per cent decrease under ......... 1933 4.0 16.4 





Per cent to 15 year average 75.2. 


against Franklin & Co., of Chicago, charging it with assessilé dinn: 
less than rates specified in the domestic freight forwarding 
industry code. The case is being handled by Dwight H. Greet, 
United States attorney, and James J. Caffrey, assistant litiga b , 
tion attorney of the NRA Ke 
F addr 
meet 
Hote 
ss shou 
Forest Mdse. woul 
Coke products Ore L.C.L. Miscellaneous Total, 
5,710 24,407 4,131 161,504 242,864 617,48 forn 
7,867 23,781 4,199 166,170 227,035 610,14 to t 
3,767 17,273 2,661 159,575 176,763 498,334 crea 
5,748 26,046 4,112 161,164 234,522 607,781 > 
2.6 7.0 1. ap] 
27.4 1.6 2.8 2 full; 
51.6 41.3 55.2 i2 37.4 29 sons 
99,038 301,263 41,979 1,989,026 2,773,442 7,510,681 Serv 
116,199 279,201 43,476 2,070,797 2,631,314 7,565,168 roac 
67,878 187,549 25,508 2,016,975 2,012,088 6,249, 2% sues 
7.9 5.4 : rsa 
14.8 3.4 3.9 a, thi 
45.9 60.6 64.6 37.8 20. 9. U 
1.4 be ‘ 
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Doings of the Traffic Clubs 












The Traffic Club of the Chamber of Commerce of Roch- 
ester, N. Y., will hold a Spring smoker at the Elks’ Club, April 
95, There will be a buffet supper and entertainment. 












Henry W. Anderson, co-receiver of the Seaboard Air Line, 
will be the speaker at a meeting of the Richmond, Va., Traffic 
(lub, at the Hotel John Marshall, April 15. 

The Traffic Club of St. Louis will hold a luncheon meeting 
April 15, at the Jefferson Hotel. Henry S. Caulfield, ex-governor 
of Missouri, will speak on “Our Government.” 

Shippers “may properly expect much from railway manage- 
ment, but they should not demand the impossible,” said J. M. 
tw Me Fitzgerald, vice-chairman of the committee on public relations of 

the eastern railroads, at a meeting of the Traffic Club of Phila- 
93 TP delphia, at the Bellevue-Stratford Hotel, April 8. He said it was 
not his contention that railway management was perfect but 
1:9 fe added that “it must be admitted that railway management always 
1,34 faces a Maximum of demand in a field of minimum opportunity.” 
3 Railway management, he said, had “practically recreated a rail- 
32: Me road system since 1920 which it required 90 years to develop.” 
— He analyzed the legislative program of the railway labor organ- 
ization and said that, if adopted, it would not serve to increase 
wages or employment, because of the impossibility of the rail- 
rtei (ae roads to absorb additional expense. He said it was an error to 

consider that type of legislation as a railroad question for which 
_ [railroad management must find the solution. “Nothing could 
& be further from the truth,” he said. “It is no longer a railroad 



























lise question. It is a public question which should command the 
otal, thoughtful consideration on the part of every citizen, solely in 
651 the interest of the sound and lasting prosperity for which we now 
921 strive.” 





The Traffic Club of the Bronx, N. Y., Board of Trade, held 
live a meeting at the East 148th Street Restaurant, April 12. Plans 
od for a Spring outing were discussed. 

; W. Averell Harriman, chairman of the board, Union Pacific 
ive System, will speak on “The Economy of Plenty as It Affects the 
L, Railroads,” at a luncheon meeting of the Traffic Club of New 
13; York, at the Hotel Biltmore, April 16. 

1 The Metropolitan Traffic Association, New York, will hold 
C a steak dinner at the Roger Smith Grill, April 30. There will 
™ be special entertainment. The newly organized glee club will 
nd hold its first rehearsal at the Midston. House, April 9. 








The Women’s Traffic Club of Baltimore held a meeting at 
the Emerson Hotel, April 10. J. M. Fitzgerald, vice-chairman, 
8 committee on public relations of the eastern railroads, spoke on 
“Transportation and the Public Interest.” A special meeting of 
5 the club has been called for April 26, at the Emerson Hotel, to 
consider changes in the club’s constitution. The club’s study 
i hold an educational session at the Emerson Hotel, 
Apri : 





The Women’s Traffic Club of Chicago will hold its annual 
dinner dance, at the Congress Hotel, April 27. 





A plea against government ownership of railroads was made 
by J. B. Hill, president of the Louisville and Nashville, in an 
address on “Present Day Transportation Problems,” at a dinner 
meeting of the Transportation Club of Louisville, at the Brown 
Hotel, April 11. He gave nine reasons why such a radical step 
should not be considered. 1. Government ownership of railroads 
would necessarily bring about government operation of all other 
forms of transportation. 2. It would add at least $20,000,000,000 
to the public debt. 3. Withdrawal of railroad taxes would in- 
| crease the tax burden on every citizen. 4. Transportation is 
appropriately a private function.” 5. No country has success- 
fully undertaken government rail ownership for economic rea- 
sons. 6. It will result in deficits in this country and in impaired 
Service. 7. Where government owned and privately owned rail- 
roads operate in the same country the latter are uniformly more 
Successful. 8. Private railroading rewards initiative and ability, 
things not generally cultivated in bureaucratic organizations.” 
9. Under our form of government, publicly owned railroads would 
be “subjected to political influence and control.” Instead of gov- 
ernment ownership, the speaker said, a trial should be given to 
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the three-point program of the Association of American Rail- 
roads, which contemplates withdrawal of subsidies from other 
forms of transportation; no legislative increases in railroad 
operating costs, and the discontinuance of the coordinator law. 





The Women’s Traffic Club of Greater New York will hold a 
luncheon bridge, at the Hotel Commodore, April 27. 





The recently organized Boston Traffic and Social Club now 
has over two hundred members. The following are its officers: 
President, J. G. Swain, Boston and Albany; vice-president, FE. 
Monahan, M. & M. T. Company; secretary, J. Leary, D. L. & W.; 
financial secretary, A. C. Bonnaffon, Pennsylvania Railroad, and 
treasurer, D. P. Woods, Erie Railroad. The club will hold a 
baseball night, at the Hotel Lennox, April 23. Dinner will be 
served. Manager Cronin of the Boston Red Sox will be the 
speaker. Motion pictures will be shown by George Moriarty, 
American League umpire. 





The Pacific Traffic Association, San Francisco, held a meet- 
ing at the rooms of the Transportation Club of San Francisco, 
April 9. Speakers were William J. Quinn, San Francisco chief 
of police; Hal Remington, chairman of the club’s legislative com- 
mittee, and Joseph J. Geary, steamship line representative. 
Motion pictures of the catching and canning of salmon were 
shown. 





The following officers were elected by the Wyoming Valley 
Traffic Club at a meeting, at the Elks’ Club, Scranton, Pa., April 
3: President, C. E. Hippensteel, traffic manager, Hazard Insulated 
Wire Works; vice-president, J. P. McDonald, division freight and 
passenger agent, Lehigh Valley; secretary-treasurer, J. U. 
Nichols, industrial commissioner, Wilkes-Barre, Wyoming, Cham- 
ber of Commerce; directors, T. C. Irland, Raymond O’Brien and 
E. L. Tomlinson. J. M. Fitsgerald, vice-chairman, committee on 
public relations of the eastern railroads, spoke on “The Railroads 
and the Public Interest.” 





The Michigan Traffic Golf Association has set the following 
dates for its three 1935 tournaments: May 14, Jackson Country 
Club, Jackson; July 23, Oakland Hills Country Club, Detroit; 
September 10, Lansing Country Club, Lansing. 





At the second meeting of the Chicago and Northwestern 
Traffic Club, Chicago, April 5, R. O. Small, general freight agent, 
spoke on “The Sale of Freight Transportation on the North 
Western System.” S. F. Miller, freight traffic manager, spoke 
briefly. The club has selected the following committee chair- 
men: Competitive transportation, J. H. Fisher; legislation, 
R. H. Heinekamp; departmental relations, R. C. Stubbs; pro- 
gram, W. W. Spangler; finance, W. W. Brown; traffic education, 
T. A. O’Donnell; expansion, H. A. Gundersen; public relations, 
K. F. Zimmerman; publicity, E. G. Johnson, Jr.; constitution 
and by-laws, J. R. Sitts. 





C. T. Vandenover, general sales manager, International 
Milling Company, spoke on “Government Ownership of Rail- 
roads,” at a meeting of the Traffic Club of Minneapolis, at the 
Nicollet Hotel, April 11. The club’s dramatic production, “Old 
Lady 31,” will be staged at the Y. W. C. A. auditorium, April 
29 and 30. A special section at Nicollet Park has been reserved 
for members of the club, April 17, opening day of the local 
baseball season. 





Mrs. Elizabeth Dilling, traveler, lecturer and author, will 
speak on “Communism in the United States,” at a luncheon 
meeting of the Birmingham Traffic and Transportation Club, 
at the Tutwiler Hotel, April 15. 





J. Clark Sellers, examiner and photographer of questioned 
documents of Los Angeles County, spoke at a luncheon meet- 
ing of the Los Angeles Transportation Club, in the club rooms, 
April 8, on “A Front Seat at the Hauptmann Trial.” 





The Traffic Club of Denver held a dinner meeting at the 
Daniels and Fisher Tea Rooms, April 12. John C. Young, justice 
of Colorado supreme court, was the speaker. 





One of the best ways to end the depression in the United 
States, according to T. M. Hayes, assistant general manager, 
Wabash Railway,. who spoke at the annual off-lines dinner of 
the Toronto Transportation Club, at the Royal York Hotel, 
March 29, is to protect the railroads against increases in operat- 
ing costs resulting from adverse legislation and to “place them 
on an even keel with competitive types of transportation.” He 
said that if that were done, the railroads would feel free to 
do some planning and to arrange necessary maintenance work 
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and construction which would result in the hiring of much labor 
and the purchase of much material. Representatives from most 
of the larger American railroad lines were in attendance. 





The Traffic Club of Dallas was host to the members of the 
Traffic Club of Fort Worth, at a luncheon meeting, at the Adol- 
phus Hotel, Dallas, April 8. Entertainment was furnished by the 
visitors from Fort Worth. The visit is to be returned on May 6, 
when the Fort Worth Club will entertain the Dallas members at 
the Texas Hotel, Fort Worth. 





Motion pictures of Boulder Dam and of the national parks 
were shown at the luncheon meeting of the Transportation Club 
of St. Paul, at the Hotel Lowry, April 9. Arrangements for the 
pictures were made by members of the club connected with the 
Union Pacific System. 





Edward S. Hemphill, attorney and past commander of the 
local post of the American Legion, spoke at a meeting of the 
Traffic Club of Jacksonville, Fla., at the Mayflower Hotel, April 
8, on “The Universal Draft Act.” It was announced at the meet- 
ing that the annual tournament of the Florida Traffic Golfers’ 
Association would be held at Tampa, April 24 and 25. 





Frank B. Townsend, manager, Minneapolis Traffic Associa- 
tion, spoke on “The General Railroad Situation,” at a dinner 
meeting of the Twin City Women’s Traffic Club, at the Francis 
Drake Hotel, Minneapolis, April 8. 





At a meeting of the Transportation Club of Decatur, April 
10, a resolution was adopted and ordered sent to members of 
Congress, urging adoption of H. R. 6961, placing an excise tax 
on tapioca, sago and cassava. 





Richard C. Colton, traffic manager, Western Electric Com- 
pany, Baltimore, spoke on “Industrial Traffic Management,” at a 
dinner meeting of the York, Pa., Traffic Club at the Hotel York- 
town, April 11. 





The following delegates to the meeting of the Associated 
Traffic Clubs of America, at Virginia Beach, Va., May 7 and 8, 
have been appointed by their respective clubs: Traffic Club of 
Dallas: C. A. Wilson, general agent, W. F. and S.; Van B. 
Myers, traffic manager, Atlantic Oil Products Company; C. H. 
Houston, soliciting freight agent, M. K. & T. Traffic Club of 
Cleveland: R. J. Hanson, general agent, Lehigh Valley; C. L. 
Cordes, traffic manager, American Steel and Wire Company. 
Wyoming Valley Traffic Club: L. J. Writter, district traffic 
manager, F. W. Woolworth Company; Harold J. Fink, com- 
mercial agent, Norfolk and Western. Traffic Club of Wilming- 
ton, Del.; E. A. McGarvey, traffic manager, Hercules Powder 
Company; A. S. Chillas, general freight agent, Wilson Line, 
Inc.; M. O. Bader, secretary, J. A. Bader Company. Traffic 
Club of Atlanta: Delegates, H. W. Cochran, traffic manager, 
Atlantic and Pacific Tea Company; C. L. Denk, Jr., traffic man- 
ager, Fulton Bag and Cotton Mill; O. D. Penniman, commercial 
agent, Mobile and Ohio; C. C. Wilkes, commercial agent, C. D. 
S. S. Company; alternates, T. B. Curtis, general agent, C. & 
W. C.; W. J. Fillingim, general southern freight agent, N. Y. 
N. H. & H.; F. L. Barnes, commercial agent, St. L.-S. W.; 
J. R. Cooke, commercial agent, Seaboard Air Line. Columbus 
Transportation Club: Delegates, J. W. Skeen, soliciting freight 
agent, Norfolk and Western; J. H. Stinson, traffic manager, 
Seagrave Corporation; W. I. Tycer, president, W. I. Tycer Pot- 
tery Company; F. W. Fischer, general agent, Erie Railroad; 
alternates, N. S. Worrell, assistant traffic manager, American 
Zine Lead and Smelting Company; C. E. Veth, secretary, Smith 
Agricultural Chemical Company; Robert Naish, commercial 
agent, Clinchfield Railroad; A. D. Houston, general agent, Nickel 
Plate Railroad; C. M. Lombard, district freight claim agent, 
New York Central. Traffic Club of New York: Delegates, Ralph 
P. Bird, general agent, freight department, A. T. & S. F.; C. W. 
Braden, general traffic manager, National Distillers’ Products 
Corporation; J. H. Butler, general manager, department of 
public relations, Railway Express Agency; Horace L. Martin, 
New York agent, Norfolk and Western; H. H. Meyer, general 
agent, Chicago and Illinois Midland; Edward R. Morris, general 
freight agent, N. Y. O. & W.; Frank Rich, traffic manager, 
J. C. Penney and Company; Ambrose J. Seitz, general agent, 
freight department, Union Pacific; J. A. Shirras, traffic manager, 
Robeson Process Company; Carl A. Waltz, Universal Carloading 
and Distributing Company; alternates, C. J. Brister, vice-presi- 
dent, New York Central; S. C. Chiles, general freight agent, 
Southern Pacific; J. A. Gerlin, traffic manager, the Bon Ami 
Company; George F. Hichborn, general traffic manager, United 
States Rubber Company; T. P. Keevins, traffic manager, Air Re- 
duction Sales Company; R. W. Kruse, traffic manager, Arbuckle 
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Brothers; D. T. Lamond, treasurer, Lee and Simmons, Ihe: 
G. C. Manning, assistant viee-president, Erie Railroad; W. 4 
Millard, eastern freight traffic manager, Northern Pacific; 4 | 
Whitman, traffic manager, The American Agricultural Chey, 
ical Company. Traffic Club of Philadelphia: Delegates, Har 
J. Fink, commercial agent, Norfolk and Western; W. McCracke, 
general agent, Wabash Railway; Emory Eysmans, general agey, 
Pittsburgh & West Virginia; J. K. Hiltner, traffic manage 
U. S. Pipe and Foundry Company; H. P. Ross, traffic manage 
Crew Levick Company; Franklin G. Ibach, general traffic ma. 
ager, E. J. Lavino Company; alternates, Porter L. Howar 
traffic manager, Sun Oil Company; John S. Donal, general age, 
Norfolk Southern; W. H. Montgomery, freight representatiy 
Pennsylvania System. Richmond, Va., Traffic Club: G. H. 4 
friend, assistant traffic manager, Virginia-Carolina Chemie, 
Company; J. B. Mordecai, traffic manager, R. F. & P.; 0.) 
McSwain, traffic manager, Albemarle Paper Manufacturing Cop. 
pany; C. C. Dearhart, Jr., chief clerk, Chesapeake and Ohi 





L. C. Probert, vice president of the Chesapeake and Ohi 
will speak on “Government Ownership of Railroads,” at a dir 
ner meeting of the Washington, D. C., Transportation Club, t 
be held at the Hotel Raleigh, April 18. 





The Women’s Traffic Club of Los Angeles will celebrate the 
tenth anniversary of its organization with a party, at the club 
rooms, April 24. The club will hold a dance at the Califomi: 
Yacht Club, May 11. 





More than 250 attended a joint educational meeting Spon: 
sored by the Traffic and Transportation Association of Pittsburg 
and the Pittsburgh-Cleveland-Columbus terminal committee of the 
Chicago Claim Conference, at the Fort Pitt Hotel, April 5. Joe 
Marshall, special representative, freight claim division, Associ: 
tion of American Railroads, spoke on “Freight Claim Prevention. 


CHICAGO-CANADIAN ROCKIES SERVICE 


The Mountaineer, a new train, cutting three hours and 4j 
minutes off the eastbound schedule and more than an hour of 
the westbound running time, will be placed in service betweet 
Chicago and Canadian Rockies points and Vancouver by the Chi- 
cago and North Western-Soo Line-Canadian Pacific Railways 
June 30, to handle the peak of vacation travel to Banff, Lake 
Louise, Emerald Lake and Alaska. The new train will replac 
the Soo Dominion and will operate until August 29. 


THIRD C. AND N, W. AIR-CONDITIONED TRAIN 


A third air-conditioned train was added to the fleet of the 
Chicago and North Western, April 11, when the newly equipped 
North Western Limited went into service between Chicago and 
St. Paul-Minneapolis. The North Western Limited is a night 
train. Other fully air-conditioned North Western trains lov 
in service are the 400 and the Los Angeles Limited. 


Cc. M. ST. P. & P. NEW HIAWATHA 


A 64-hour passenger service between Chicago and St. Paitl 
Minneapolis will be started some time between May 15 and ii), 
according to a statement issued by the Milwaukee Railroad. 
The new trains will be known as the Hiawatha, and will b 
made up of the first specially built streamlined steam locomo- 
tives and new coaches, parlor cars and cafe cars, all streamlinet 
to conform with the contours of the locomotives. The Hiawatha 
will leave Chicago at 1:00 p. m. daily, arriving at St. Paul at 
7:30 p. m. and at Minneapolis at 8:00 p. m. In the other diret: 
tion, the train will leave Minneapolis at 12:30 p. m., St. Pail 
at 1:00 p. m., and arrive at Chicago at 7:30 p. m. The ne¥ 
trains will be on exhibition in the three cities and in Milwat: 
kee before being put in service. 


CORRECTION IN ADVERTISEMENT 


In the Canada Atlantic Transit Company (C. A. T. Line) at 
vertisement in the April 6 issue of The Traffic World three ol 
the general agents of the line were incorrectly listed. C. J 
Piper is general agent, at 705 Walnut Street, Kansas City, Mo.; 
R. M. Stubbs is general agent, at 125 Third Street, South, Minne 
apolis, Minn.; A. R. Menning is general agent, at 335 Rober! 
Street, St. Paul, Minn. 


REPRESENTATION OF EMPLOYES 
The National Mediation Board has certified that the Order 
of Railway Conductors has been designated and authorized t0 
represent the yard conductors or foremen employes of te 
Monongahela Railway Co. Out of fifteen voting employes, Ie 
voted for the Order of Railway Conductors and 3 for the Brother 
hood of Railroad Trainmen. 
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FAST AND RELIABLE 
SYMBOL TRAIN SCHEDULES 
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) BETWEEN EASTERN CITIES 
. (New York, Philadelphia or Baltimore) 


AND THE WEST 
i Akron, Ohio.......... 2nd Day Louisville, Ky.......... 3rd AM 
a ee 3rd AM Memphis, Tenn........ 4th Day 
Cincinnati, Ohio... ....3rd AM Minneapolis, Minn... . . 4th Day 
Cleveland, Ohio....... 2nd Day Omaha, Neb.......... 4th Day 
Dallas, Texas.......... 5th Day are 3rd Day 
Decatur, Ill............3rd AM Pittsburgh, Pa..........2nd AM 
Detroit, Mich.......... 3rd AM St. Louis, Mo.......... 3rd AM 


3rd AM San Francisco, Cal... .... 9th AM * 
3rd AM St. Paul, Minn......... 4th Day 
3rd AM Spokane, Wash......... 8th AM 
4th AM Seattle, Wash..........9th AM * 
7th Day Youngstown, Ohio...... 2nd Day 


* Correction in advertisement, March 9th. 


Passing Reports Always Available 


WESTERN MARYLAND 
RAILWAY 





“THE SHORT LINE TO AND 
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Personal Notes 


J. R. Lee, district freight representative, has been placed in 
charge of the newly consolidated freight traffic offices of the 
Baltimore and Ohio and the Alton, at Detroit. Arthur Maedel 
has been appointed district freight agent for those two roads 
at Toledo. 

E. F. Pike, superintendent of perishable freight service for 
the Illinois Central, Chicago, has been elected to membership 
in the British Astronomical Association, in recognition of his 
researches into the history of science in the seventeenth and 
eighteenth centuries. 

J. B. Young has been appointed assistant general coal freight 
agent for the Chesapeake and Ohio at Richmond, Va. 

T. B. Nevins has been appointed perishable freight agent for 
the C. M. St. P. & P. at New York. 

John S. Burchmore, Chicago commerce council, will speak 
at a meeting of the alumni association of the College of Advanced 
Tratiic, at the Great Northern Hotel, Chicago; May 16, on “When 
Legislation Fails.” 

Lawrence I. Zeitz, assistant to the director of the Commis- 
sion’s bureau of traffic, died at his home in Washington, April 7. 
He was 45 years old. He had been closely identified with fourth 
section work. 

A. L.. Morris, for twelve years on the staff of the Commis- 
sion’s suspension board, has resigned to become acting chief of 
the section of tariffs and special examiner on the staff of the 
Federal Communications Commission. 

Gerald E. Morris, formerly traffic manager at Los Angeles 
for the Argonaut Line, has joined the staff of the McCormick 
Steamship Co. 


W. A. Nourser has been appointed assistant general freight 
agent for the Pacific Steamship Lines, at Los Angeles. He re- 
places W. M. Cline, who retired after thirty years of service with 
the Pacific lines. 

W. P. Wolfe has been appointed general passenger agent for 
the Munson Steamship Line, at Philadelphia. 

Frederic C. Dumaine, Jr., was elected a director of the Bos- 
ton and Maine at a stockholders’ meeting, at Boston, April 10. 
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STATEMENT BY PELLEY 


The Traffic World Washington Burey 


In a statement to the Traffic World, April 12, Preside 
Pelley, of the Association of American Railroads, outlined 4 
purposes and activities of the association. 

Referring to the emergency transportation act in conng 
tion with effecting economies, he said there were more than (jj 
projects, estimated to save more than eighteen million dolla, 
that had to be deferred because of the labor provisions of th 
emergency transportation act creating the office of the Pe 
eral Coordinator of Transportation. 

“This act, it will be recalled,” said he, “provided that my 
unification or consolidation might be made in connection with 
it which would reduce the level of employment below that , 
May, 1933. When the act was passed the Federal Coordinatg 
brought all these studies in economy within the scope of th 
act, and so made them subject to its labor provisions. In thig 
respect the emergency transportation act has proved to beg 
handicap in the working out of coordination, rather than 4 
help.” 

Mr. Pelley explained that the railroads were dealing with 
other projects in addition to the 600 mentioned to _ effec 
economies. 


MOTOR CARRIER LEGISLATION 


The Traffic World Washington Bureny 


Approval of the Eastman highway bill, S. 1629, with amen¢ 
ments, was voted by the Senate interstate commerce comnit 
tee April 8. Some of the amendments approved were still to 
be put in definite form and action as to others was said to bk 
tentative, so that it was not possible to obtain a copy of the 
bill as approved at that time. 

The general scheme of regulation by the Commission pro 
vided for in the Eastman bill was approved by the committee 

On account of uncertainty as to whether there would hk 
a trucking code authority after June 15, when the national ip 
dustrial recovery act expires, the committee approved, tents} 
tively, language under which there could be cooperation between 
the Commission and the highway code authorities or organ 
zations of motor carriers, in connection with administration d 
the act. 


An important change made in the Eastman bill by the 
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Route your shipments to and from the 
Orient "a AMERICAN MAIL LINE. 
President Liners, traveling over the short, 
fast route to and from the Orient, save you 
time, money and interest costs. A President 
Liner sails from Seattle every other Satur- 
day; one arrives in Seattle from the Orient 
every other Tuesday, on schedules regular as 

clockwork. 

A fleet of express cargo liners with regular 
frequent sailings to Japan, China, Hongkong 
and the Philippines augments this service. Ship 
via Seattle on American Mail Line ships. 


For intormation, apply desk No. 6 


110 So. Dearborn St 

Union Trust Bldg. Arcade 
General Freight Office 

740 Stuart Building 


Fast Freight and Passenger Service 


AMERICAN 
MAIL LINE 


76 offices in 22 countries at your service 


The eyes have it— 
instantly. 


@ If there were no other advantage in 
an Automatic Tariff File, this one war- 
rants replacing every old-fashioned file 
with Automatics. 


@ The location of every tariff is directly 
before your eyes the instant an Auto- 
matic Tariff File drawer is pulled out. 
This helps in two ways: 


1. Tariffs are rarely, if ever, misfiled. 


2. A greater volume of work is accom- 
plished because the time 
for each reference is sub- 
stantially reduced. 

@ Of course, there are 
other advantages. Tariffs in 
this file cannot be so jammed 

that they will not come out 
and go in easily. Also, an 

Automatic file gives you 25% 

more filing capacity per square 

foot of floor space and per dollar of cost. 


@ For your future guidance send for our 
booklet which tells in detail how these 
things are accomplished. 





Traffic Department 


AUTOMATIC FILE & INDEX CO. 


629 W. WASHINGTON BLVD. CHICAGO, ILL. 
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committee would give the Commission jurisdiction over qual. 
fications of and maximum hours of service of motor carrie 
employes. This would extend to employes of common, contry, 
and private carriers. 

The committee amended the bill to provide that, with , 
spect to establishment of joint rates and through routes, the 
Commission could require the establishment of such rates ani 
routes as between bus lines only. As to bus lines and othe, 
carriers, and as between truck carriers and other carriers 
whatever kind—highway, rail or waterway—the amendmey, 
makes the establishment of joint rates and through routes Der. 
missive. 

A provision attempting to deal with the “merchandising’ 
carrier—that is the truck owner who buys and sells comm). 
ities hauled by him—was not inserted in the bill. 

With reference to consolidations, the amended bill providg 
that if the applicant is a railroad company or is affiliated wit, 
a railroad company, the Commission must find that use of moty 
service by such applicants will be in the public interest ayj 
not unduly restrain competition. 

In cases of applicants not railroads or affiliates thereof, ap 
plications to consolidate need not be made where twenty 
fewer vehicles are involved in a consolidation, under anothe 
amendment. 

The committee revised the language in the highway bill rela. 
ing to the power of the Commission over intrastate motor Carrie 
operations so that, it was explained, the Commission could appl 
the so-called Shreveport doctrine with respect to intrastate moto 
rates in cases involving disadvantage and prejudice with respec 
to persons and localities. The Commission, however, under the 
revised language, could not order changes in state rates on, 
finding of discrimination against interstate commerce as it may 
under section 13 of the interstate commerce act with respect t 
railroad rates. - 

The scheme of using state board to aid in the administratin 
of the law was retained in the bill. 

The revised bill was still in course of preparation by legisl:. 
tive drafting experts late this week. The exact working of sev. 
eral amendments, approved in general terms by the committee, 
had yet to be approved by the committee. 

A revision was made in the bill to make it apply to moto 
transportation brokers. 

The “declaration of policy” in the bill was revised. As re 
vised it provides that it is declared to be the policy of Congress 
to supervise and regulate transportation by motor carriers in such 
manner as to recognize and preserve the inherent advantages of 
and foster sound economic conditions in such transportation 
and among such carriers in the public interest; promote adequate, 
economical and efficient service by motor carriers and reasonable 
charges therefor, without unjust discrimination, undue preference 
or advantage, and unfair or destructive competitive practices; 
improve the relations between and coordinate transportation by 
carriers, and develop and preserve a highway transportation sys 
tem properly adapted to the needs of commerce of the United 
States and of the national defense. 


STATE HIGHWAY LEGISLATION 


“Activities of forty-three state legislatures have advanced 
far enough to permit the legislative service department of the 
National Highway Users Conference to discern the trend in la¥- 
making that affects highway users,’ says a statement issued by 
the conference. 

“The department’s records show a total of 5,000 measures 
bearing proposals having a direct or indirect effect upon high 
way users have been introduced in legislatures which have col 
vened since the beginning of the current year. Of that total, 2! 
measures have been enacted into law. 

“Outstanding among laws passed to date are those enactilé 
some form of business taxes (gross receipts, privilege, occupe 
tional, etc.). These, regardless of name, are levied, in the mail, 
upon the gross receipts from the sales of tangible person 
property. 

“In some instances, income derived from the sale of trals 
portation service is specifically exempted; but in most cases tle 
wording of the law is broad enough to include all sales of mot0 
vehicles and equipment and sales of gasoline. Arizona, Idab0, 
Arkansas, North Dakota, South Dakota, New York,’ West Vir 
ginia, New Mexico and Colorado have passed such laws. 

“Only three real changes in carrier regulations have bee! 
made. The bill enacted in Wyoming is bad in that it regulates 
the private operator. The Indiana law, while confining regulatio 
to the common and contract carriers, is very rigid. 

“Washington has passed a new kind of carrier law. It classt 
fies all for hire operators as ‘truck carriers’ and all private 
erators as ‘private freight carriers.’ All carriers of both classe 
must get permits, for the commission is given broad regulato! 
authority over them. 

“Safety equipment is coming in for its share of attentio® 
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There’s nothing new about these al- 
phabetical symbols; they’re service- 
proof and have been time-tested by 
shippers everywhere. C.O.D. ship- 
ments by Railway Express “Agency 
will save you a lot of billing — and a 
lot of waiting for your money, for 
payments are promptly remitted to 
you by check. You can start deliveries 
right away without investigating con- 
signee’s financial standing. Cash on 

delivery eliminates the embarrass- 

ment of checking up on customers 
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For service or information telephone 
the nearest Railway Express Agent. 







The best there is in transportation 


SERVING THE NATION FOR 96 YEARS 


RAILWAY 
EXPRESS 


AGENCY, INC. 
NATION-WIDE RAIL-AIR SERVICE 
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This advertisement placed by KEDNEY WAREHOUSE CO. of Minneapolis, 
St. Paul, and Grand Forks. 
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ROUND AMERICA 
™" $940" 


President Liner comfort, low cost, and the variety of travel 


by land and sea combine to make this a particularly in- 


viting trip.This fare takes you, First Class, from hometown 
to hometown. It includes two weeks at sea en route to Cali- 
fornia, via Havana and Panama, aboard a Round the World 
President Liner—and rail fare by any direct route across 
the United States. For details about other popular Presi- 


dent Liner cruises, see your own travel agent, or... 


DOLLAR 


STEAMSHIP LINES 


New YorK ~ CHICAGO ~ SAN FRANCISCO 





— 
“ai FLEE 






blot 





between 


NEw YORK, BOSTON, 
NEW ORLEANS, LoS ANGELES HARBOR, 
SAN FRANCISCO, ano ST. JOHNS, N. B. 


AND 
CUBA, JAMAICA, PANAMA, COLOMBIA, COSTA 
RICA, GUATEMALA, HONDURAS, BRITISH 
HONDURAS, NICARAGUA, EL SALVADOR 
also 


WEST COAST PORTS of CENTRAL and SOUTH AMERICA 
and MEXICO (transhipment at CRISTOBAL) 


FREIGHT TRAFFIC DEP’T 


New York........ Pler 3, North River New Orieans..... 321 St. Charles St. 
Chieage....... 111 W. Washington St. St. John, N. B....H. E. Kane & Co. 
San Franeleeo..... 1001 Fourth Street London, England...... Caribbean 8.8. 
eer Long Wharf Ageney, 69 Old Broad Street 


fn tek het... Bee 


Laws requiring flares and fuses and their use by buses ang 
trucks have been passed in New Mexico and Wyoming. (py, 
North Dakota, to date, has enacted safety-glass legislation, — 

“Very few changes in size restriction have been either j, 
troduced or passed. Both North Dakota and Wyoming have , 
duced the permissible length of combinations: Wyoming fry, 
85 to 45 feet and North Dakota from 50 to 40 feet. The limit y 
40 feet is 5 feet less than that recommended by the Associati, 
of State Highway Officials. 

“West Virginia has enacted a 2 per cent tax on the value 
all motor vehicles. The tax to be paid at the time the vehic, 
is registered. 

“Two or three laws have been passed to regulate the hou, 
that a truck or bus driver may operate a motor vehicle. Ligh; 
hours is the accepted continuous period out of any 12 hours, 

“Measures cited in the foregoing paragraphs are amoy 
those enacted by the sixteen state legislatures which alreajy 
have adjourned their 1935 regular sessions.” 


AUTOMOBILE RATE CUT PROTESTED 


The Motor Car Transport Co., Flint, Mich., and Automobik 
Transporters of Michigan, Inc., Detroit, Mich., have asked th 
Commission to suspend Grand Trunk I. C. C. No. A-2715, ani 
Michigan Central I. C. C. No, 5990, dated to be effective Apri 
15, in which the railroads proposed to reduce the rate on auto 
mobiles from Michigan automobile manufacturing points to Chi. 
cago, Ill., from 62 to 50 cents a hundred pounds, minimum 10,(\) 
pounds. The tariffs are limited to expire in one year, unless 
sooner canceled or extended. 

The Motorcar Transport Co. petition, which may be treatej 
as typical, alleges the proposed rate is unreasonable and nop 
compensatory; that it is not necessary to meet existing moto 
truck competition; that the-rate is so low as to threaten the 
elimination of legitimate motor truck competition and particulary 
the business of the petitioner; that the rate will greatly jeopardix 
the fair and compensatory return on the value of defendants 
property; and that the shipping public cannot take advantag 
of the aggregate of intermediate rates and will not enable the 
use of the reduced rate as a factor in the construction of com 
bination rates where such combinations may be lower than the 
published through rates, as provided in section 4 of the inter 
state commerce act. 

It is asserted by the petitioner that the proposed destructive 
decrease will not recapture the automobile business as show 
by the files and records of the Commission which indicate, it is 
asserted, that since 1930, there have been substantial and many 
decreases in rates without producing additional business for the 
railroads. It is also asserted that the reduction will only drive 
the motor truck carriers now serving Chicago into other tert: 
tories and will tend to demoralize the present rates for the 
hauling of automobiles. 

The requests for suspension of the Michigan Central_ané 
Grand Trunk tariffs carrying.the reduced automobile rate wer 


supported by telegraph by other truckers and some manufactit | 
ers Of automobiles. 


The railroads, in answer to the petition of the truckers fo 
suspension said that for five years they had carried no aute 
mobiles from Michigan manufacturing points to the Chicago dis 
trict. They estimated that that traffic amounted to 6,000 car 
loads a year. Before the five-year period, they said they hai 
transported automobiles. Now they said practically all that trafic 
was being hauled by the unregulated truck. Manufacturers, they 
said, were much in favor of the proposed 50-cent rate. “The car 
riers said they believed that there were no objections except from 
truck competitors “for their own selfish reasons.” They said 
they had no knowledge as to basis of the request for suspensidl 
but assumed that the protestants believed that with the 50-cert 
rate the railroads would haul automobiles to Chicago. 


TRUCKING INDUSTRY CODE 


The National Code Authority for the Trucking Industry has 
submitted an application to the National Recovery Administ 
tion for amendment to the code, subsection 7 of section B of 
article III, by deleting the word “misfeasance” and substitutiné 
therefor the word “malfeasance” and by adding a new subset 
tion to section B as follows: 


“8. Nothing contained in this code shall constitute the members 
of any committee of the industry, appointed to aid in the adminis- 
tration of the code, partners for any purpose. Nor shall any membe? 
of any such committee be liable in any manner to anyone for at 
act of any other member, officer, agent or employe of a code authority 
or of such a committee. Nor shall any member of such a committee 
exercising reasonable diligence in the conduct of his duties hereundel 
be liable to anyone for any action or omission to act under this code, 
except for his own wilful malfeasance or nonfeasance.” 


Criticisms of, objections to or suggestions concerning the 
proposed changes must be submitted to Deputy Administrator 
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(Pioneer Steamship Line to Houston) 


OPERATING FAST FREIGHT SERVICE BETWEEN 


Philadelphia, Pa.; Norfolk, Va., 


and Houston, Texas 


SAILINGS: 
From Philadelphia ....... Wednesdays and Saturdays 
From Norfolk to Houston 


Thursdays 
From Houston to Philadelphia . Mondays and Thursdays 


From Houston to Norfolk ............2.. Mondays 
Low Rates Quick Dispatch Thru Package Cars 


GENERAL OFFICES: 
1360 Broad Street Station Bldg., PHILADELPHIA, PA. 


EMPIRE NAVIGATION CORPORATION 


Transportation 


Bulk and Package Cargoes 
between 
Atlantic Coast Ports and Great Lakes Ports 
via 
New York State Canal System 
* 
Regular Motorship and Barge Service 


* 
HASTORF & BULLOCK, INC. 
GENERAL AGENTS 
17 BATTERY PLACE, NEW YORK, N. Y. 
Buffalo: Ft. West Genesee St. Philadelphia: Drexel Building 





SEMI-WEEKLY SAILINGS 
PHILADELPHIA TO NEW ORLEANS 
WEEKLY SAILINGS 


From BOSTON, BALTIMORE, TAMPA to NEW ORLEANS 
From PHIL ADELPHIA and Siena by MOBILE 


oF 
69 
os 
oe 
oU- 


BOST 
From MOBILE a Bost ON and PHILADELPHIA 


From TAMPA to PHILA PHA and 
Between NEW ORLEANS, I OUSTON ~ CORPUS CHRISTI 


MOORE and McCORMACK, Inc., Agents 
NEW YORK, 5 Broadway re ee Bourse Bidg. 


BALTIMORE, Seaboard Bids. EW ORLEANS, Whitney Bank Bid 
75 State Stree TAMPA, 512 E. yo — fe St a 
CHICAGO, 503 argue Bidg DETROIT, 556 Boo! ide. 
BATON ROU 758 Government St. PITTSBURGH, Olive 
SI LOUS RallneyExchngebige ROCHESTER 408 Tamils Bl. 
Cotton Exchan ig. s. 
CORPUS CHS) iene MOBILE, Merchants Benk Bids. 





SHIP THROUGH 


WILMINGTON 





We solicit specific inquiries relating to 
our facilities, our rates and terms. 
. Charles H. Gant, Manager 
WILMINGTON MARINE TERMINAL 


Wilmington 
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PORT 
HOUSTON 


Key City of the Southwest 


The eyes of the Nation's industrial and ship- 
ping interests are on Houston, where 18 
Railroads meet 87 Steamship Lines. 


Port Houston, with 50 miles of deep water 
frontage, offers ideal sites to industries seeking 
easy access to the sea and speedy rail trans- 
portation inland at low rates. Fuel costs are 
low .. . whether oil, natural gas or electricity. 
Weather conditions are fine the year ‘round, 
and there is plenty of labor available. 


Send for a copy of the Houston Port Book. 
It contains latest statistics and information on 
shipping, export and commerce. Every in- 
dustrial head or traffic executive should have 
this book on his desk to keep him accurately 
informed of new developments in shipping 
and industry in the Southwest. 


A request on your business letterhead for the 
Houston Port Book will place you on our 
mailing list. 


Address: 


J. Russell Wait 
Director of the Port 






QUAKER LINE 


Regular Intercoastal Service 
Between 


New York, Albany, eo Norfolk, Baltimore 


Cristobal (Canal Zone), San Diego, 
Los Angeles, Sen Francisco, Oakland, 
Alameda, Portland, Seattle and Tacoma 


For Rates, Schedules and other particulars apply 


QUAKER LINE 





















17 Battery Place, New York 
ALBANY—D & H Building CHICAGO—327 So. La Salle St. 
PHILADELPHIA—The GH—Gulf va nny 
NORFOLK—111 E. Plume Street '—General Motors 
BALTI —Keyser ing DAYTON, OHIO—18 Riverdale St. 
IN—33 Broad Street EASTON, PA.—Dreke Building 
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C. P. Clark, Room 802, Carry Bldg., Washington, D. C., prior 
to April 24. 

The NRA has issued a statement announcing that formal 
complaint has been made charging W. D. Rubright, of Harmony, 
Pa., a duly elected member of the Pennsylvania State Code 
Authority, with “neglect of duty in office and asking that he be 
removed from office.” Any facts, information, suggestions, criti- 
cisms concerning or objections to the complaint must be sub- 
mitted to Deputy Administrator Clark before April 24. 


TRUCKING CODE REGISTRATIONS 
More than 40,000 “for-hire” trucks have been registered for 
the second year of operation of the code of fair competition for 
the trucking industry. Thousands of trucks are yet to be 
registered. 





INDIANA TRUCK LAW 


A new law regulating the operations of common and con- 
tract motor vehicle carriers in Indiana will go into effect May 1. 
The law divides highway common carriers into three classes, 
common carriers, contract carriers, and household movers, each 
of which is required to obtain a certificate from the Indiana 
commission and to pay a unit fee on vehicles used in highway 
transportation. Common carriers are required to file schedules 
of rates ten days before they become effective; such schedules 
may be suspended by the commission on protest or its own 
motion. Contract carriers must file copies of all contracts. 

The T#W-tontains provisions for arranging through rates 
and joint routes among highway carriers and among such car- 
riers and steam or electric railroads and water carriers. High- 
way common carriers are obliged, under the law, “to receive, 
transport, deliver or transfer to any connecting common car- 
rier without unreasonable delay or discrimination” freight 
offered to them. Failure to do this is declared to be unjust 
discrimination. The law also contains a long-and-short-haul 
clause, but gives the state commission power to make exemp- 
tions from it for competitive reasons. 

The law authorizes “consolidations and mergers by and be- 
tween motor vehicle common carriers or by and between such 
carriers and railroads, or leasing, or contracting to operate the 
property of motor vehicle common carriers” by other car- 
riers. Such things may be accomplished by ‘stock control, 
lease or purchase.” 


Put Wings on Your Pacific Cargo 


Freighters that operate on passenger vessel schedules—SPEED—direct service to and from 
the Far East and “Down Under”—SPEED! 


Port, affords the quickest route to the Antipodes—SPEED— it is the focal port for the Far 
It is the SPEED PORT of the Pacific. 


East and for Latin America. 
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The law fixes the hours of labor for drivers of motor 
hicles at eight consecutive hours and not more than 16 hy 
in any 24. 







CHICAGO AIRPORT 


Improvement of Chicago’s municipal airport by eliminat; 
of railroad tracks which bisect it, extension of runways so ag 
make it a class “A” airport, and the widening of an arterial hig 
way leading from the city’s “Loop” to the aviation center g 
recommended in a report submitted to Public Works Administ 
tor Ickes by a special committee appointed to study the proble 
The expenditure involved is $11,523,161. 

This committee in January disapproved proposals for gq 
island airport in Lake Michigan, after the city of Chicago hag 
applied for $8,600,000 with which to build one. Its present repoy 
which constitutes the second half of its findings, recommends thy 
Archer Avenue in Chicago be widened to a width of 108 feet fy 
a distance of 7.35 miles at a cost of $8,547,543; grade crossing 
be eliminated at a cost of $878,000 and the airport be improved y 
an expense of $2,097,518, according to the PWA, which adds: 




















The Committee is opposed to the building of an elevated highway 
as a route to the airport as has been suggested in Chicago becauy 
the cost is prohibitive and for other reasons. It advises that the city 
revise its zoning laws so that no building higher than 33 feet may 
be erected within a quarter of a mile of the boundary of the airport 
Further, it is recommended the city of Chicago revamp its lease of 
the airport site from the board of education so that it will be of, 
more permanent nature. 

F. J. C. Dresser is chairman of the committee appointed by the 
administrator, and its other members are: Kellogg Fairbank, Johy 
Wentworth, secretary, Merrill C. Meigs and Henry P. Chandler, al 
of Chicago. 

Because the committee could not recommend location of an air. 
port on the lake front, it made a study of the present municipal 
airport facilities in Chicago, and the avenues of reaching it. 

The committee found that the best route would be along South 
State Street, thence southwest on Archer Avenue, and then south o 
Cicero Avenue to the port, which occupies a site about a mile squar 
at West 63rd Street and South Cicero Avenue. In order to avoii 
delays and hazards incident to grade crossings, building of subways 
is recommended. Removal of the tracks from the air field would make 
possible the extension of runways so as to meet the requirements 
for standard Class ‘‘A” airports. 

“In the opinion of the committee . .. the improvements do not 
go beyond what is reasonably necessary to provide a suitable airport 
terminal for Chicago,’’ the report concludes. ‘‘The committee there 
fore believes the expenditures of the sum indicated as the estimated 
cost would be judicious and should be made, on condition that the 
ground lease is revised to give sufficient assurance of permanence 
to the port. 





Los Angeles Harbor, the Pacific’s greatest 





For Further Particulars Address Charles A. Cronkhite, Traffic Manager, 


Board of Harbor Commissioners—Los Angeles, Calif. 
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“The 
PILOT ‘¢ 


EASTBOUND ees 






UF ng 


coM the West and the Midwest, The Pilot, one of the Nor- 
folk and Western Railway's famous merchandise freight trains, 
brings its cargo over mountains, through valleys, across rivers, 
safely, and on time, to the Virginias, the Carolinas, and to the 
Port of Norfolk, (Va.), where it is forwarded to the principal 
markets of the world. 

Representatives of the Freight Traffic Depart- 
ment of the Norfolk and Western Railway 
are located in the principal cities throughout 
the country. Any one of them will be glad to 
give you specific information about this fast, 


i dependable train. 





& 





NORFOLK AND WESTERN 
AILWAY 





PRECISION TRANSPORTATION 
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“Although the allocation of the funds contemplated to be spent 
by the federal government as a part of its unemployed relief policy 
cannot be known at this time, highway improvement and elimination 
of de crossings are among the purposes which we understand are 
included in the program. The growing importance of aviation to the 
welfare and progress of the country would seem to the committee to 
justify also a grant for the cost of the improvements of the field, 
including the removal of the railroad tracks as here recommended. 

‘It will, of course, be for the federal government to determine 
whether federal funds shall be allocated for the airport project pro- 
posed in this report. The committee recommends such a grant be- 
cause it considers that the improvements are sound and will be worth 
much more than their cost. They are requisite for the proper utiliza- 
tion and growth of the airport of Chicago, and the accommodation of 
the increasing number of persons throughout the country who will 
use aviation.”’ 

Administrator Ickes made no comment on receiving the report. 


AIR TRANSPORT INDUSTRY 


United Air Lines, Inc., Chicago, Ill., has asked exemption 
from a provision in the code of fair competition for the air 
transport industry providing that no employe shall be regularly 
employed more than six days in any seven-day period so that it 
may work each of its employes in such operations departments at 
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Merchandise Storage 
Most Modern Warehouses in 

Chicago, Kansas City and Los Angeles 

CROOKS TERMINAL WAREHOUSES: 


H Storage and Distributing of Merchandise of Every Description : 


Tr iiiiiiiiiiiiiiiiiiiiiiiiity 


ATTORNEYS AT LAW 


HARRY C. AMES 
ATTORNEY AT LAW 
Successor te Keene & Ames 
— ge wens on 
Transportation Bldg., Washington, D. C. 


H. D. DRISCOLL 
Commerce Counsel and Attorney 
Southern Building 
WASHINGTON, D. C. 


Oklahoma City Office, Petreleum Bldg. 
Okla., 1568 E. 27th St. 


Practicing 
before the 
INTERSTATE 
COMMERCE 
COMMISSION 


pr iiiiiiiiiiiiiiiiii ity 


eeeesessessecesse 


TRAFFIC MANAGERS 
T. J. MCLAUGHLIN Traffic 


TRAFFIC COUNSELOR and 
Interstate Cemmeree and State Cemmission Cases 
Commerce 


Departmental Service 
Specialists 


815 Mille Bidg. 
WASHINGTON, D. C. 

HENRY J. SAUNDERS 
CONSULTING ENGINEER 


Cest and Statistical Analyses—Matters Relating 
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Chicago as are active seven days a week, not more than six day, 
in any calendar week, each such employe to be employed Dot 
more than seven days in succession and not more than forty-ty, 
days in any forty-nine day period. Thé National Industria] , 
covery Board has signed an order permitting the exemption y 
requested. The order will become effective April 22 unless gog 
cause to the contrary shall have been shown to the board befo, 
that time. 


AIR TRAFFIC 

Scheduled air lines operating in continental United Staty 
carried 34,998 passengers in February, according to reports ty 
the Bureau of Air Commerce, Department of Commerce, fron 
the 21 companies operating in that month. 

Those scheduled air lines flew 3,348,624 miles, carried 111, 
818 pounds of express, flew 16,232,291 passenger miles anj 
114,864,954 express pound miles during February. (A passenge 
mile is the equivalent of one passenger flown one mile; y 
express pound mile equals one pound of express flown one mile) 

Comparisons with January, 1935, and February, 1934, ap 


shown in the following: 
January February February 
1935 9 1934 
Number of Reporting Companies. 21 9% 
Number of Operating Companies 21 " 
Passengers Carried 28,922 27,6% 
Express Carried (pounds) 177,553 147,6% 
Express pound miles flown ....113,421,302 (1) 
Miles flown 3,231,096 3,004,285 
Passenger miles flown 13,405,403 10,476,477 


114,864,954 
3,348,624 
16,232,291 


(1) This information was not requested until January, 1935. 


DOCKET OF THE COMMISSION 


April 15—Washington, D. C.—Examiner Witters: 
1. & S. 4065 and list supplemental order—Lumber between points in 
Official territory. 
26402—-Weyerhaeuser Timber Co, vs. Pa. R. R. et al. 
sore ee, D. C.—Commissioner Mahaffie and Examine 
cGrath: 
1. & S. 4064, and ist and 2nd supplemental orders—Lake cargo col 
to Lake Erie ports. 
April 15—New Orleans, La.—St. Charles Hotel—Examiner Griffin: 
Fourth Section Application No. 15790—Rates to and from Gulfport, 
Miss.—Filed by I. C. R. R., Y. & M. V. R. R.-G&SLRR 
on behalf of themselves and the F. C. & G. R. R. 


April 15—Washington, D. C.—Examiner Molster: 
Finance Docket No. 4972 (Sup.)—Application of Los Angeles Junction 
Ry. Co. for authority to acquire control of railroad of Central 
Manufacturing District, Inc. 
April 16—Nashvile, Tenn.—Railroad & Public Utilities Commission 
of Tennessee: 

Finance No. 10699—Application N. C. & St. L. Ry. for permission 
to abandon that part of its Lebanon Branch between Harsh Switch 
and Lebanon, Tenn. 

April 17—Minneapolis, Minn.—Hotel Nicolett—Examiner Stiles: 
26853—Gehl Brothers Manufacturing Co. vs. C. N. W. Ry. 
26884—Reinhard Bros., Inc., vs. A. T. & S. F. Ry. et al. 


April 17—Memphis, Tenn.—Peabody Hotel—Examiner Griffin: 
Fourth Section Application No. 15683—Asphalt from southwest to 
southern points—filed by F. A. Leland, agent. 

April 17—Washington, D. C.—Director Bartel and Examiner Sharp: 

17936—In re refrigeration charges on fruits, vegetables, berries ani 
melons from the south. 
rowers’ & Shippers’ League of Florida et al. vs. A. © 
L. R. R. et al. (adjourned hearing). 

April 17—Washington, D. C.—Examiner Diamondson: 

Fourth Section Application No. 15862—Filed by J. E. Tilford, agent 
—berries. 

April 18—Washington, D. C.—Examiner Glover: 

Fourth Section Application No. 14702—Syrup and molasses from la 
points—Leland, agent. 

Fourth Section Application No. 15438—Syrup and molasses from Sou. 
points—Tilford, agent. 

Fourth Section Application No. 15477—Syrup and molasses from 
southwestern and related points—filed by F. A. Leland, agent. 
Fourth Section Application No. 15861—Filed by J. E. Tilford, agent 

—Molasses and syrup. 
April 18—Washington, D. C.—Examiner A. C. Devoe: 
* Finance No. 10773—Application receivers of Seaboard Air Line Rall 
ar a for authority to issue $27,859,000 or receivers’ cel 
ilicates. 
April 18—New York, N. Y.—Hotel Pennsylvania—Examiner Armes: 
1. & S. 4012 and 1st Sup.—Paper stock in Official territory. 

April 18—Minneapolis, Minn.—Nicollet Hotel—Examiner Stiles: 
1..&S. witching at Dubuque, Ia. 

April 18—New York, N. 

Boles. 


Finance Dockets Nos. 1654 and 1744, Sub. 1, Interlocking Directorates 
Application of Henry deForest. 
April 20—Chicago, Ill.—Hotel Morrison—Examiner Stiles: 
26826—Universal Atlas Cement Co. vs. Wab. Ry. et al. 


Y.—Hotel Pennsylvania. Examiner C. 2 
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